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Hornig’s Patent Shear and Punching Machines. @ 











The following machines, which have gained high approval 





and success, were designed and the movement patented by 
Julius L. Hornig, the pat- 
ent having been granted 
February 7, 1865, and re- 
issued November 9, 1869. 
They are designed prin- 
cipally for the purpose of 
shearing, punching, slot- 
ting or bending (straight- 
ening) metal bars, rails 
or plates. 

Asa double machine it is 
shown in engraving No. 1. 
The double-bar shears, it 
is evident, will requite only 
a small amount more iron 
in their construction than 
a single-lever shear of 
the same strength, and 
must be proportionately 
cheaper. 

The compactness, ease 
of access to every part, 
disposition of iron to best 
advantage in strength of 
parts, and their arrange- 
ment above ground, form- 
ing a compact, complete 
machine in itself, partic- 
ularly when for driving 
power a steam engine, as 
shown in etigravitig, is 

‘ attached to the machine, show clearly how convetiiently men 
can handle and pass the bats all around the shears, which 
tay be moved and placed om any floor strong enough to sup- 
fort their weight, and may be operated by connecting steam- 
pip»s to the engine. Where shafting is provided and conve- 
nient, a driving pulley in place of seatit engine is furnished. 

The prominent features of these machines afte the lever 
movements and connections with the operating eccentric. 
Each lever vibrates on its own rock-shaft or fulcrum pin, which 
is securely keyed in the massive frame. These levers are 
driven by an eccentric, against which they bear at their upper 
ends, which are shaped to form a segmental large face remain- 
ing in constant contact with the eccentric, transmitting the 
power, while the center of such segment furnishes the math- 
eniatically cotrect fulcrum for the attachment of an eccentric 
strap which takes no portion of the strain, but is simply used 
to draw ot hold the levers back against the face of the eccen- 
tric, ready to receive its imptilse, Mngraving No. 1 shows 
these levers provided with shear knives and the frame pro- 
vided with jaws with similar stationary knives, operating like 
the customary lever-bar shears, but constructed as upright 
levers, where the weight of such levers is so placed in relation 
to the lever fulcrum that it aids partly while the cutting is 
done, the strap pulling it back with the eccentric, so that the 
power of operating is most uniform and the moving parts rel- 
atively counterbalanced. This lever connection also enables 
these machines to be operated at any desired speed without 
jumping the lever or jarring. 

The eccentric and its shaft is provided with a gear, which 
receives its motion through a pinion on the driving-shaft, 
which is provided witha fly-wheel projecting on one side of the 
frame, while on the other side of the frame the attached driv- 





No. 1.—Double-Bar Shears. 





ing-pulley or crauk with engine connection provides the driv- 
ing motion. 

Engraving No. 2, an 
end view of plate shears, 
shows the lever operating 
by means of a projecting 
strong, tooth-shaped 
part, in a horizontal po- 
sition to the lever ful- 
crum, a suitable slide- 
block being provided with 
a shear knife, guided in 
a frame for vertical mo- 
tion. The frame is shaped 
to form a jaw, holding a 
suitable stationary knife, 
and it forms by this con- 
struction a plate shear 
or shear for continuous 
cutting. Such a slide- 
block employed to hold 
punching or slotting 
tools, instead of a shear 
knife, and the frame jaws 
constructed to hold 
punching-dies make this 
machine a punching or 
slotting machine. The 
slide block provided with a 
presshead, and the frame 
jaw with suitable die will 





No. 4.—Rail-Slotting Machine. 


To suit different applicationg, these machines have been con- 
structed mostly as double maghines, where both levers operate 
as ber-shears; or one leverjis used for bar-shearing and the 
other for plate-shearing or fér punching, and such combinations 
of the two as may be desired combined in one machine. 

Engraving No. 3 shows a double machine, in which one levet 
operates a punch for rails, while the other lever operates a slot- 
ting tool for rails, as shown in engraving No.4. In machines 
like these rail-punching and slotting machines, where interrup- 
tion of operation, in punching, for instance, is desirable with- 





out stopping the running of the machine, the crosshead or 
slideblock has an open space equal to the throw of the slide- 
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No. 3.-Rail-Punching Machine. 





No. 2.—End View of Plate Shear. 
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No. 5.—hkail-Straightening Machine. 


ing-in piece,” or block of metal, is shoved in the space by a 
hand-lever arrangement, as shown in the engravings No. 3 and 
No. 4, when the slideblock is consequently moved and operates. 

An adjustable stop arrangement is also provided on punching 
macbines to lower the slideblock with the punching-tool to the 
surface of the metal to be punched, while the filling-in piece is 
removed, to adjust the metal if marked to the correct position 
before punching. ‘ 

Suitable guards and guides for shearing to length or size are 
conveniently attached to these machines. The levers of all 
these machines are made their weakest part, ao that in case of 
breakage the only delay is in disconnecting the broken Jever 
from the eccentric. The 
machine keeps the re- 
maining iever im opera- 
tion, and a lever is re- 
placed with the least ex- 
pense or delay. Such a 
provision is appreciated 
in establishments whers 
the interruption by 
breakage of single ma- 
chines causes the stop- 
page of entire depart- 
ments. 

Engraving No. 5 shows 
the construction of a rail- 
straightening machine as 
a single-lever machine. 
These machines were first 
designed and constructed 
as shears for the Troy 
Iron Works, where they 
proved very ativantage- 
ona, and bheeame xo fn- 
vorably known that the 
patentee was requestor 
by other iron manoufac- 
turers to construct ma- 
chives on the same prin- 
ciple and patent for the 
different adaptations 
mentioned before. As 
significant of the appreciation in which they are held, we 
may mention that the Iron Works in Milwaukee, Chicago, Detroit 
and Hamilton, Ont., known as Capt. Ward’s mills were the first in 
the Western States to order these double machines about five 
years ago, and now have nine machines in operation and 
two additional under construction. Other prominent works, 
which use such tools constantly and are likely to be very care- 
ful to get what will serve them best, have provided themselves 
with one or another of these, as may be seen by the following 
list of some of those which now have them : 

The combined rail punch and slotting machine is in opera- 
tion at the Milwaukee Rolling Mill, Milwaukee; Chicago & 
Northwestern Railway, Chicago; Iinois Central Railroad, 
Centralia and Amboy, Ill.; Milwaukee & St. Paul Railway, 
Watertown, Wis.; Joliet Rolling Mills, Joliet, I).; Decatur 
Rolling Mills, Decatur, Ill; La Grange Rolling Mills, La 
Grange, Mo. ; Evansville Rolling Mills, Evansville, Ind. 

The rail-straigthening machine is employed at the La 
Grange Rolling Mills, and the Evansville Rolling Mill. 

The double hot-shears are used at the Milwaukee, Indian- 
apolis, North Chicago, Hamilton and Wyandotte (Mich.) roll- 
ing mills. 

The shears and punching machines for various services are 
in operation at the Milwaukee Rolling Mill; the Ontario Iron 
Works, Oswego, N. Y.; Troy Lron Works ; American Tool Steel 
Works, Brooklyn; one built for the Chicago Steel Works at 
Detroit ; Chicago & Rock Island Railroad, Chicago ; New York 
Central Railroad, Albany; Schenectady Locomotive Works ; 
American Bridge Company's Works, Chicago ; Kellogg’s Chain 
Works, Oswego, N. Y.; Wyandotte (Michigan) Rélling Mill; 
Atlantic Steel Works, Brooklyn; Canda’s Car Manufactory, 
Chicago ; Northern Pacific Railroad, St. Paul, 

Three sizes of such machines for heavy manufacturing ser- 
vice have been introduced 
and are manufactured by 
Elmes & Son, Columbian 
Works, Chicago, and by 
Paulding, Kemble & OCo., 
West Point Foundry, New 
York, who supply orders. 
In consequence of the 
satisfaction these ma- 
chines give in service, 
the patentee, an engineer 
of unusual ability and in- 
genuity, is now designing 
single lever machines on 
the same principle and 
patent for light or hand- 
power service, to com- 
pete with the light ma- 
chinery so much in de- 
mand for  sheet-metal 
work, Mr. Julius L. 
Hornig, the patentee, 
may be addressed care of 
above named manufac- 
turers. 


aE —. 
Mr. John K. Bennett, 


Assistant Superintendent 
the Pullman Palace 





serve as @ moulding press, or, with suitably arranged bearings | block, so that the slideblock is held by friction ‘stationary and ; Car Company at Chicago, was married last week to Miss Emma 
elevated while the lever-tooth moves up and down until , “‘fill- | A. Albee, of Aurora, Ill, 


on the frame, as a bending or straightening machine, 
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Report of the Nashville & Chattanooga Railroad 
Company. 





The Nashville & Chattanooga Railroad Company owns the 
main line from Nashville to Chattanooga, Tenn., 151 miles ; a 
branch from War Trace (56 miles southeast of Nashville) south- 
west to Shelbyville, 8 miles, and a branch from Bridgeport, 
Ala., (133 miles southeast of Nashville) northeast to Jasper, 
Tenn., 14 miles. It thus has 173 miles of road. 

The Nashville, Memphis & St. Louis Railroad (late Nashville 
& Northwestern), which is now substantially owned by this 
company, extends from Nashville west to Huntingdon, Tenn., 
109 miles, and thence northwest to the Mississippi at Hickman, 
Ky., 633 miles, being thus 1724 miles long. 

At the annual meeting held in Nashville, August 14, the 
President, Cdlonel E. W. Cole, presented his annual report, of 
which the following is an abstract. The earnings are at the 
rate of $10,408 -per mile, which is very large for a Southern 
railroad. The-net earnings were at the rate of $3,136 per mile : 

The gross earnings for the past fiscal year, from Prenat 90 








freight and mail have been ...............0..ceeseereees 57 70 
WOU PRO 6 ccs shsacevesscseceacescssekbes tha 1,256,264 93 
~=queidiieal 

TO I i cis sips 08:0 65564-00009 0008. Cangas $542,492 77 

But of this the following payments have been made : 

Interest on company’s bonds................-- Pr $103,860 00 
$23,710 on State loan, paid in State bonds and coupons, 

CONE ss 1.844 FUE eRe ato - pe acpi 06 14,220 00 
Interest on bonds paid to U. 8. Government... .....--.- 40,00) 00 
Interest on bonds of Nashville & Northwestern Railroad, 

endorsed by the Nashville & Chattanooga. Railroad 

OOMIGIAT, ints, «5.0: ne giacie pki 0 ge 6h aov0es 50500 nc hReeeer et oun 2 400 00 
Damages on account of flood at Chattanooga in 1867...... 9.275 
Cap.tal stock PoagRt ie, ..... 0 occ ceces coces cece bens oem 1,319 62 
Real estate and depot grounds. ..............+eeeeeeeeeees 23.720 54 
For 10CQUROUEG ORRINNS. 0... oc cccccsessccncccss coum aeeee 105.288 24 
Expenses and lawyers’ fee in settling with the U. 8. Gov- 

OTRMNONE GUT, 65 ose dé cscsichiccccecesctiitinces. oncdeceste 27,000 00 
POP ROW NMOS 5c 5 tnc4h Sacha cinmssasisianen (so0- ogemahaae 62,485 55 
27 bonds on hand of the Nashville & Chattanooga Rsil- 

road Company ; 22 of the State of Tennessee, and 3 of 

the City of Memphis bonds on hand... 35.812 20 
Ole dividends paid ...... ........ Mieneca tothe 5 <3e6s TARE 1,068 06 
Stock in Ed -etield & Kentucky Railroad Company, cost. 165 00 
6 per cent. dividend on $2,021,373 30 ...........seeeeeeeee 121,294 40 

SU CN ais iene ccckiiiinnss e008nes $547 909 27 
ADROURE CVORBOIE < 0:0.059:0 00050 ccctentines seceensenes 5,416 59> 


LIABILFSIES CREDITED. 
For new railroad iron 
F rnew bridges............... 
Keal estate and depot gruunds.... 







Total new liabilities 
COMPARATIVE INCREASE AND DECREASE. 

The large increase of $434,821.45 in receipts of freight last 
year over the year previous, is as gratifying to the directors as 
they trust it will be satisfactory to the stockholders. 

The falling off in passenger earnings, and from rents and 
privileges is the experience of all principal railroads in the 
South; which leads to the conclusion that scarcity of money 
was the principal cause of this falling off. 

NASHVILLE & NORTHWESTERN RAILROAD. 

This road, now purchased and operated by the Nashville & 
Chattanooga Railaoad Company, shows the earnings from 
freight, passage, etc., to be $616,329.78. During the same time 
the following payments have been made on account of operating 
this . ers renewing the track and bridges, purchasing cquip- 
ments, ete: ; 






Track CE DONOR. co cicdpisalieibswritbabbeascbadnaxeced 198 193 87 
PROT MME Te Avacetinds cauecrcknean auheooduachon eter 170 872 87 
MAMIMUORRDON OE CONG ih ioc ives s necce. dakbeascscccaceeses 81.083 90 
Conducting transportation =... ........eececeeneccerees 132,297 61 
PINON 5 Soh dep bokivin ic ceaccnendayssiavanoennchens 24,703 72 
OWING, Soi Rec nca te lactaek ce aon teatias coce Soeone 37,880 69 
New iron rails and fastenings..... oe - 118,451 16 
Pile driving on the road and at Hickma’ 13,499 +8 
ROW GOW... ns cn ane seacateers caemenan ‘ 64,925 00 
New locomotives........... ‘ 10,647 55 
Depot grounds and right of wa 16,155 38 
Account of parchase Of road..........0. seecceccccescccees 23,370 95 
Interent ANG CRORAMMOL 50.6665 foie ecesedks coke sess secentne 18,790 58 
Damages at Harpeth Biver.........2-ccceccccecsecccescecs 72,653 39 

DOU ss io LES Ade atk Hei ek hbccet bias eat $983,526 55 


The notes of the company with interest have been given 
for these amounts, falling due at different dates in the next 
twelve months, to which will be added $21,240, the cost of the 
“iron draw” in the Tennessee River bridge at Johnsonville. 
This work will not be completed before about the first of Octo- 
ber, and to be paid for, by contract, in three equal installments 
at six, twelve and eighteen months, from completion of work, 
at 8 per cent. interest per annum. 

The earnings of this road increased over the year 1869-70 
$200,240.01, and over the year 1868-69 to the amount of $362,- 
295.26, from the beginning of which year we may date the 
opening of this road for business, practically, although in bad 
condition at that time. The road will now compare very favor- 
ably with most of the Southern roads. 

‘To operate this road and bring it up to its present condition, 
adding the amount paid for cars, and increase in motive power, 
depot grounds, ete., has cost $831,927.50 over and above the 
earnings received from it, counting from the first of Septem- 
ber, 1868, date of first lease. Its importance to the Nashville 
& Chattanooga Railroad as a connection is shown by the through 
freight business, amounting to $243,063.91 for the last year, 
while for the year previous it amounted to only $75,178.64. 

The Commissioners allowed a credit.of $700,000 in 
bonds, on the purchase, for expenditures made and losses sus- 
tained by your company in operating the road, under the two 
agreements of lease to date of sale, and this com: and 
Rote er 

e sum 0} R n spent in impro an 

ping the road since the purchase. PeThe seated $500,000 sari : 
required to finish the track in first-class order, fillings im- 
ee a oa From = it a ba the 
amount necessary nish renewing an pping road. 
and putting everything in good onder, will involve @ cost o 
about the following: Av cost of $2,400,000 of Tennessee 
* State oa at > pong i 000 ; so Spe yay 

since the purchase, .000 ; amount necessary oe 
and equip, $500,000 ; interest for one and a half year, say $217,- 
000; cost in. money, $2,700,000, or $15,789 per mile, which, 
furnished and equipped, will certainly be a very cheap road. 

HUNTINGDON & JACKSON BRANCH. — 

The construction of the branch between Huntingdon and 
Jackson was postponed until the title of the Nash & Chat- 
tanooga Railroad Company to the Nashville & Northwestern 
road could be clearly established, about which there is now no 
doubt. This will give the shortest route, via the Nashville & 
Northwestern Rai to Mobile and New Orleans, and much 
the shortest route to Memphis. As soon as the road from Jack- 
son to Memphis is built, aboutwhich so much feeling is now 
exhibited in that section, it will also up a rich section of 
country to the trade of Nashville, which now goes to other 
vival cities. It may become necessary to build a short railroad 








from opposite Hickman to Charleston, Missouri, or to some 
point near that place on the St. Louis & Iron Mountain Rail- 
road, reducing thereby the distance to St. Louis fifteen miles, 
leaving the Nashville & Northwestern road near its mening 
the State line of Kentucky, and extending to Columbus, Ky. 
This new road and connection is contemplated because the offi- 
cers are not satisfied that the managers of the Mobile & Ohio 
Railroad will give the road such facilities as the growing im- 
portance of the Northwestern Railroad line will demand. 

To afford greater facilities for the movement of freight over 
the roads, the directors have contracted for seven new freight 
locomotives—six-wheel drivers—to be delivered between the 
1st of October and the.1st of January, at a cost of $110,000, and 
have arranged for building 300 box cars in the company's shops 
during the year, which will cost about $225,000. These cars 
and locomotives will all be required for the Nashville & North- 
western Railroad. It is contemplated to order 100 additional 
box cars at a cost of about $80,000. This is necessary, since 
last year the sum of $70,000 was paid out for the use of cars 
belonging to other roads running over the Nashville & Chatta- 
nooga, and Nashville & Northwestern railroads, which amount 
might have been saved if the road had been fully equipped. 

The average income from freight during the past year was 
$2.78 per ton, against $3.40 per ton the year previous, which 
difference is partially explained by the increase of tonnage 
from coal, upon which is paid less than $1 per ton for freight. 
Much of this reduction, however, may be explained in the fact 
that the tariff on through freights being regulated by 
compeling lines, it is not under the control of this company. 
The repurts for the past four years’ business show a steady and 
very satisfactory increase in the volume of business over the 
road, but at the same time there is a steady decrease in the 
rate at which freight is carried. The tonnage has increased 75 
per cent., and the gross earnings from freight increased 45 per 
cent. Had the company been able to realize the same pay for 
the work done as in the previous year, the net earnings would 
have been increased about $100,000. It is believed this state of 
things may be improved by a better understanding with com- 
peting Les, when they are made familiar with the fact of the 

mmenaing character of this competition to all the lines inter- 
ested. 

During the last twelve months the through tonnage South 
was 289,769 tons, against 39,660 tons North. Of course if the 
business of the road was divided in direction North and South, 
the net profits, in proportion to = earnings, would be much 
more, a8 empty cars are returned from the South at almost the 
cost of hauling loaded ones. It is hoped to remedy this evil to 
some extent by insisting upon loading with coal our empty box 
cars returning from Chattanooga, instead of using coal cars 
for that trade, and returning then empty from Nashville to the 
mines along the line of road. 





Report of the Memphis & Charleston Railroad 
Company. 





The Memphis & Charleston Railroad Company runs a line 
from Memphis, Tenn., eastward to Stevenson, Ala., 271 miles, 
with a branch from Moscow, Tenn. (39 miles east of Memphis), 
north to Somerville, Tenn., 13 miles, and one from Tuscumbia, 
Ala. (145 miles east of Memphis), south to Florence, 6 miles ; 
also the McMinnville & Manchester Railroad from Tullahoma, 
Tenn. (69 miles southeast of Nashville, on the Nashville & 
Chattanooga Railroad), northeast to McMinnville, 34 miles ; and 
the Winchester & Alabama Railroad, from Decherd, Tenn. (on 
the Nashville & Chattanooga Railroad, 80 miles southeast of 
Nashville), southwest nearly to the Alabama line, and thence 
northwest to Fayetteville, Tenn, a distance of 44 miles. It has 
thus a total of 368 miles of road. Its main line and the two 
short branches are now leased and worked by the Southern 
Railroad Security Company. The other two lines—the McMinn- 
ville & Manchester, and the Winchester & Alabama, which 
have no connection with the main line, and are at present 
virtually branches of the Nashville & Chattonooga Railroad— 
are still worked by the Memphis & Charleston Company. The 
report, however, covers the year ending June 30, 1872, up to 
which time the company worked all its lines. 

The following is a summary of the annual report of the Presi- 
dent of the company, Major M. J. Wicks, made at the annual 
meeting of shareholders in Memphis, August 28 : 

The gross receipts of the road, as shown by the report of the 
Superintendent, herewith submitted, were : 











RECEIPTS. 
Brom passengers....----.-.ecee seeeeeeecees $63 1,423 0) 
From freight............- A 679,0 9 26 
ES SR rere, ar os 44,684 99 
MMR. 2, 05+ okcckuacdseuteesssasn@ebed en = 
ME cic wa scscs wack dees nsonesavacne 547 
at sae ———- $1 404,116 02 
EXPENSES. 
mses for operating the road.............. $950,391 69 
a " . . —__ 950,391 69 
CT Te ee $453,724 33 
From which deduct extraordivary expenses 197,057 13 
hae ot a oh bas sas caaah neocsent st $256,667 20 
Compared with the previous year thereis a 
y = nab in gross reeeipts of............... $13,325 44 
Compared with the previous year there is a 
decrease in gross expenses of.............. 51.557 74 
An increase in net receipts of.... .......--,- 38,232 30 
This decrease of receipts has been in— 
a ashe in ue SR RKe en eu Gohan eeenbennee $34,910 21 
oad oue wand vhenqeaee enn nes sehen 206 25 
RM ccpcinc sas suse casa tact tee taseh Coen 13,452 22 
AL. passlccccened Aecsiensctessteuseseiese 15,583 Lv 
— $64,151 78 
Less increase in freight.............--+-seeeeeeeeeeeeees 50, 
Showing net decrease Of...............seeeeeeeese $13,325 44 


PASSENGER BUSINESS. 


Of the decrease in passenger business, $9,669.31 18 in local, 

and $38,584.35 in through. The receipts of the Winchester & 

Rai , $6,527.00, and McMinnville & Manchester 

Railroad, $6,816.45, being included in the amount of entire pas- 
r business, serve to reduce the loss to this extent. 

There is little reason te doubt that the loss in through busi- 
ness is due mainly to the opening of a competing route, via 
Selma, Rome & Dalton Railroad, for New Orleans travel, while 
the active competition of the Nashville & Chattan and 
Northwestern roads for travel between Memphis and tta- 
nooga has, to some extent, reduced our receipts. 

Receipts from express service show a heavy decrease, result- 
ing from the Virginia road having no arrangement with the 
Southern Express Company, forcing that business over other 
lines that would otherwise pass over ours. 


FREIGHTS. 


Our connections have supplied cars toa greater extent than 
heretofore for the joint through traffic, redusing our car rents 





very materially, and cutting off greatly the revenue from earn- 
ings of our cars in their service. 
Freight shows an increase Of...../2.....----02+ seeneres $50,826 34 
From this, however, shou!d be deducted : 
Receipts of the Winch & Alab Rail- 
TORE, 000.0006 Pret J) aA SO PB $12,249 72 
— of the McMinnville & Manchester Rail- 
roa 





7,856 05 


ees cees opseeneces secscscccoccuecooecsncs 20,105 77 


——— 





Leaving increase of this busincss on Memphis & 
Charleston Railroad $30,720 57 
of Which $9,572.65 is local, and $21,147.92 through business. 

Our through freight tonnage has increased largely in excess 
of increased earnings, owing to the low rates prevailing, con- 
sequent upon active competition. We were cut off from St. 
Louis during the best shipping season on account of low water 
in the fall, and the river being closed by ice during the wren | 
the trade from that point finding an outlet entirely by the al 
rail line via Nashville, and forcing us to depend wholly on low 
priced merchandise from Eastern cities and cotton from Mem- 
phis to employ our equipment. 

COTTON SHIPMENTS. 

A comparison of the statement of cotton shipped this year, 
with that of the one preceding, shows a decrease of 9,689 bales, 
or about 11 per cent. of local cotton, and that nearly 6,000 
bales of that produced on the line of road found a market in 
New Orleans, shipments being made via Grand Junction, re- 
ducing our revenue both as to the carriage of the staple and 
the returning trade. 

veto > cotton increases 13,639 bales, notwithstanding a de- 
crease of 11,955 bales from the line of the Mississippi Central 
road, depriving us of a considerable revenue from this loss di- 
rectly, as well as affecting the trade we would otherwise have 
had returning, had this cotton been marketed at Memphis. 
We have, therefore, as before remarked, depended wholly upon 
the increased shipment of eastward bound cotton, in which 
thre is shown to be 23,511 bales more than in the previous 
year from Memphis alone. Our shipmeuts frum this point in 
the aggregate are 89,236 bales, receipts being 66,046 ; the latter 
decreasing 15,920 bales, affecting materially our revenue. 

COMPARATIVE STATEMENT. 

Comparing expenses with the previous year, the cost of oper- 
ating has increased 6j per cent.,while gross expenses decreased 
4} per cent. Mileage of trains shows an increase of 23 7-10 
per cent., due in part to operating the Winchester & Alabama 
and the McMinnville & Mauchester roads, but mainly to an in- 
crease in the volume of through freight on the main line, 
which, being carried at low rates, does not give us an increase 
in receipts. 

It has been shown that after providing for operating and ex- 
traordinary expenses, we had : 


Remainiug from gross receipts...................0eee eens $256,667 20 
Amount of interest on bonded debt and interest and ex- 
EP ene 304,067 92 
as nis ctnnaedsccabnarstbebneratewsen $ 47 400 72 
Agaiust a deficit of last year Of. ............. 0. ee eee eee 101,340 36 


From the report of the Chief engineer, it will be seen that the 
large increase in extraordinary expenses in this department is 
due to the extensive renewals of iron, being largely in excess 
of our estimate last year. 

Ordinary expenses also show an increase amounting to $17,- 
080.15, arising mainly from replacing ties, fastenings and worn 
rails. 

FINANCIAL CONDITION. 

You are referred to the condensed balance sheet of the divi- 
sion treasurers for a full understanding of the financial con- 
dition of the company, cost of road, equipment and other par- 
ticulars ; also to the Treasurer’s supplemental statement of ist 
of August, showing your assets and liabilities, as well as re- 
ceipts and expenses, since the close of the year. Your assets 
being estimated at real value are as follows : 


EAR n ew waa tid eS deep tlh 0 dads sabics Awe dons $528,313 7 
Of which at least $20,000 might be charged 
off, being old balances that will never be 
called for, and to retire the remainder we 
have the following assets at cash valua- 
tion: 
Stock in South & North Alabama Railroad, 
een bi oaber des nom oeenosniee de -Perenaannhe opp $6,000 00 
Stock in Shelby Connty Turnpike Company 3,000 Ov 
Stock in National Bank of Huntsville....... 8,000 00 
BOOORE DE RE TEIIOs 60 in 0.6 00:00005 cgeeese de 6,000 00 
PIII i centocccenscccaneoes .a0 ... 20,000 00 
PUTO Scibcciscccctsenedecccstadvucsds 1,000 00 
CUNOE MOR ies evict voce cutics i vse theives 5,000 00 
Pest-office Department... .........-eee.000- 20,000 00 
OO I ED cece cca: sage ccbasduc thease 5,000 0) 
Deo PROG ac é vsti bios ecd . cheese. wvidds. 5,000 00 
EPs 40,00 00 
PR Gs occ usa cectve sccsesceeees 4,000 00 
PUNE Sica wicldis 46:6:0.4500.s05.00 004 cGnblbe ,000 00 
Ni ich ncn Ghndse somtne coneareennseenekethes 22,000 00 
WR ibincds iiss 26 ces chews $175,000 00 
Cost of Manchester & McMinnville and Spar- 
I ING pwk cennn dasa siihcses dnc veescscd 155,517 39 
—_———_ 330,517 39 
MOET, bas 65S 4bwc Rowen cecccecbacvacecedunsesncereee $197,796 36 


We have also a claim against the State of Tennessee amount- 
ing to about $90,000, and hope to recover of our claim against the 
United States Government an amount sufficient to pay off our 
entire debt without trespassing upon the rental from the 
Southern Railway Security Company. 

In accordance with the terms of the lease, entered into on 
March 5, 1872, the Southern Railway Security Company, after 
making a full and complete inventory of the property of the 
company transferred to it under that agreement, assumed con- 
trol of the road on the 1st day July last, since which they have 
been operating it under the direction of Captain Joseph Jacques, 
General Manager, without any material change in its organiza- 
tion. 








Report of the Baltimore & Potomac Railroad 
Company. 





At the annual meeting of this company in Ba'timore, Sep- 
tember 4, the President, Hon. Oden Bowie, presented the fol- 
lowing report : 

In the last annual report the President and directors gave 
the stockholders assurance that before the present yearly 
meeting a great portion of the road would be ready for travel 
and freight transportation. Accordingly on the second of July 
last the road between Baltimore and Washington, being thor- 
oughly in order and complete, was opened to the — and 
six trains were run daily then and since, each way, between the 
two cities. Two of these each way are accommodation trains, 
stopping, for local. benefits at all stations. The other four are 

and through trains, conveying Southern and Western 


travel, and only at important stations. One of these 
is a night train, with the very best rye: accommodations, 
and running through from Baltimore to Weldon without change 


of cars. 

The road from Bowie, the junction of the main stem and 
Washington Branch, is now ballasted to UppergMarlboro’, on 
the main stem, about fourteen miles from Bowie; the “ turn- 
table” at Marlboro’ is now in, and as the want of this only has 
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for some time delayed that part of the road being opened, trains 
were yesterday started from that town. A one pit has been 
opened at Marlboro’ to ballast that portion of the road south of 
the town ; another has been purchased at Talbert’s, a station 
about ten miles farther south, and will be at once opened. Two 
others have been secured in Charles County to the "a Creek 
terminus, and as all our energies will now be directed to the 
immediate completion of the lower end of the route, along 
which there has been some. com t of delay, we can promise 
its opening to Pope’s Creek by pone Bed 1873. But reflection 
will satisfy even those who have complained most that we have 
exercised ‘a sound policy in completing first the lines nearer 
Baltimore and Washington, which would give laiger returns 
upon the heavy investment of the whole work. en com- 
pleted, as it soon will be, it is our purpose to extend the great- 
est facilities and inducements for business along the whole line. 
We Reopens to run two trains daily each way between Bowie 
and Pope’s Creek, connecting at the former place with Balti- 
more and Washington trains—one of which each way will be a 
fast and exclusively poasmeet train, and the other will be fur 
freight, with passenger coaches attached. 

While these very liberal facilities through a sparsely populated, 
aud, of late years, because of the scarcity of labor, not very pro- 
ductive, country, may not pay the company at first, we consider 
it a wise economy and sound policy to build up a future paying 
trade by encouraging fruit and other culture and increasing 
business generally, thw life-blood of railways. We holdthat the 
wise course for all corporations, depending on the custom of 
others, is to invite business by the most liberal policy. This 
will embrace numerous stations along the line pet ps as low rates 
as can be maintained. In this connection it must be remem- 
bered that the present rates of treight are only temporary 
upon a business which we are doing at great inconvenience and 
delay to the road, and only for the great and general accomoda- 
tion of the people of the country through which it passes. It 
must also be remembered that the presen’, charges oe drayag’, 
in Baltimore will be very largely reduced when the completion 
tion of the tunnel will allow the delivery of freight at our regu- 
lar depot instead of, as now, at a suburban station, some dis- 
tance out of the city. 

‘The last report having detailed so completely the character 
of the road, its grading, bridging, superstructure, etc., we deem 
it unnecessary torefer again to it, further than to say that the 
track of the entire length of the line is laid, the ballasting all 
completed, except from Marlboro’ to Pope’s Creek, and plat- 
forms and way station houses are being erected. 

The equipment has been, like the construction, first-class in 
every respect. We have at this ttme: Passenger cars, the best 
made, 27 ; to arrive, 6 ; baggage cars, 10 ; box freight cars, 50 ; 
and to be delivered immediately, 50 more ; gondola and fiat 
cars, 125; hand cars for track and repair men, 22; truck cars 
for track and repair men, 22; engines now on hand, 16; 
ordered for immediate delivery, 5 ; and cattle cars ordered, 50. 
_ Our line of road passing immediately by the State Cattle 
Scales, it is our purpose to give particular attention and the 
most liberal inducements to the cattle trade, which is already 
so large and greatly increasing each year in Baltimore. The 
obvious fact that our advantage of being able to unload cattle 
immediately in the State Yard would give to us this carrying 
trade from the grazing section of Virginia which passes through 
Washington has induced an effort, in the interest of another 
road, to require the cattle to be unloaded in Washington, under 
the pretence of being there fed and watered. But when it is 
remembered that the yard at Baltimore is less than two hours 
distant in time from Washington, and that Baltimore, being 
one of the largest home and distributing markets in the coun- 
try, all cattle coming to the city are unloaded and refreshed 
here, it is unreasonable to popes that this additioual annoy- 
ance, expense and delay will be put upon drovers and dealers in 
Washington merely that another road, having less advantages 
than ours, should be benefited. 


CONNECTION AND CONTRACT WITH THE SOUTHERN MARYLAND RAIL- 
ROAD. 

As we have labored earnestly for the success of our road so in 
the interest of Southern Maryland, which has been heretofore 
deprived of rail facilities, and of the cities of Baltimore and 
Washington, have we been gratified at the prospect of other 
roads being built from that part of the State to these cities ; 
and been willing cordially to co-operate with any where the in- 
terests might be made identical, or were not too conflicting 
with ours. 

Accordingly we have entered into articles of agreement with 
the Southern Maryland, a road chartered some years since by 
the Maryland Legislature, and running from Point Lookout 
through the counties of St. Mary’s, Charies and Prince Georges, 
in the lower part of which last county it intersects our road, 
which, itis believed, will aid maternally the building of this 
feed, and upon its completion be materially advantageous to 

oth, 

The tunnel, a work of greater magnitude and expense than 
any of the kind in this country, except the Hoosac, is satisfac- 
torily ogress completion, and we have the assurance of the 
contractor, Mr. Rutter, a gentleman of high character and 
great experience, that it will be sereieind by April next. 

Thirty-seven hundred feet have been walled up, covered in 
and entirely finished. Rapid progress is being made with other 
excavations, which are enclosed as fast as each section is exca- 
vated. 

The completion of the tunnel will complete our work, and 
facilities for local and through travel will then be unequaled. 
With the Union Tunnel connection, passengers from all sec- 
tions of the country passing through Baltimore can do so with- 
out any change of car or delay, and for Baltimore travel the 
most enlarged facilities will be provided. Arrangements hay- 
ing been made with the Northern Central Railway for the use of 
its depot, as a starting point, in the heart of the city, excellent 
local stations—such as that at Lafayette, which will be con- 
tinued, and to the neighborhood of allof which the city horse 
cars-will ran—will be provided at Pennsylvania avenue and at 
the State Cattle Scales on Baltimore street extended. 

The convenience of all sections of this city being thus con- 
sulted and provided for, our depot in Washingtun, the plans of 
which have been perfected on the most extensive scale, and 
with a full regard in architectural design to meet the require- 
ments which its location in the very center of the city and the 
neighborhood of the hotels, departments and re buildings 
require, ité construction will be commenced forthwith, and 
with the character of the road we have built, the superior outtit 
we have provided, the obliging and ting officials. 
whom alone will be retained in connection with the road, and 
the liberal policy which we are satisfied will prevail, we feel 
assured of the public patronage and of every reasonable suc- 
cess. 

The approaching completion of the road, which will dispense 
with their services, renders this a fitting op’ ty for a just 
and merited testimonial upon our to the efficient lavors 
rendered the company by our engineers, and for the faithful 
and sneuprotioasity good work done by our contractor, Mr 
Thomas Seabrook. 














Test of Androscroggin Bridge. 


The new iron bridge at Brunswick was tested tember 12. 
Three locomotives with loaded tenders, weighing ether, we 
ure told, about 180 tons, at rest on a span 150 feet in the clear, 


caused a deflection of about l}inches. The sngioss running 
over at epee gape ay npn BES a deflection of less 





than 13 inches in the center. 


= — 
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PRACTICAL FIELD ENGINEERING, 








NO. VI. 





LEVELING FOR CROSS-SECTIONS AND SIDE-STAKING. 

After the line of railroad is located and the center stakes put 
in, and a working profile of the line has been made, the next 
thing to be done by the field engineer is to “ cross-section ” 
his work. This is a-leveling operation to ascertain the points 
where the slopes of the euts and embankments intersect the 
ground surface. 

Before going on the field for this purpose you must procure 
a common field level-book and in the first column on the left- 
hand pages of this book set down the numbers of your stations 
or stakes, beginning 0, 1, 2, 3, etc. In the next column to the 
right set down the ratios of your grades ; in the next the eleva- 
tion of grade at each station, and the three remaining columns 
are to be headed, respectively, ‘‘ Left,” “Center,” “ Right.” 

What is meant by the ratio of grade is the rise or fall of the 
grade in feet for each hundred feet. Thus, rising grade of 
1 foot in 100 feet is designated thus +1 in the column of 
ratios, anda falling grade of 0.5 in 100 feet is designated —0.5 
in the same column. 

The manner of finding the elevation of grade at each station 
is by adding or subtracting, as the case may be, the ratio gf 
grade to or from the elevation of the preceding station. For 
instance, if the station where your grade begins has an eleva- 
tion of 400 feet above the datum, and grade at this point is four 
feet below the surface, the elevation of grade will be 396. Now 
suppose the ratio of this grade is +1, you have only to add 
1 foot to 396 feet for the elevation of grade at the next station, 
and so on. If the ratio is —1, you subtract instead of adding. 

Before going on the field prepare a sufficient number of small 
slips of blank paper to be used in making the necessary calou- 
lations. Some engineers are in the habit of using the unoccu- 
pied pages of their field books for this purpose, but the prac- 
ticeis evidence of bad taste amounting to slovenliness, and I 
would advise beginners to guard against it. 

You are now ready to go upon the field, and you will find it 
well to take with you a carefully executed copy of the working 
profile of that part of the line to be “‘ cross-sectioned.” See that 
your level is in good working order, and have your rodman take 
with him a small hatchet and a supply of red keel. It is also 
quite convenient to have on hand a fifty-foot tape line, divided 
into feet and decimals of a foot, to be used in making such 
measurements as cannot conveniently be made with the rod. 

Having arrived at the point on your line where you wish to 
begin leveling for cross-sections, set up your level at a con- 
venient distance from the nearest bench and take a reading of 
the rod held on the bench, from which work up your height of 
instrument. This done, take a reading at the station where 
your work is to begin, and from this reading ascertain, by the 
rule given heretofore, the elevation of the surface at the sta- 
tion. Now the difference between this elevation and the eleva- 
tion of grade, marked in your column of grade, will give the 
depth of cut or fill at this point, which is to be entered in the 
column of your field-book headed “ centre,” and must be pre- 
ceded by the sign + if itis cutting,and by the sign — if it 
is fill. 

Now the next things to ascertain are the points where the 
slopes of the cut or fill intersect the ground surface, and to do 
this with dispatch requires the exercise of good judgment in 
the matter of determining with the eye the amount of surface 
slope on either side of the centre stake. Of course readiness 
and correctness in this can come of nothing but practice. And 
as it often happens that you must depend wholly on the intelli- 
gence of your rodman, it cannot be too strongly urged that you 
improve every opportudity to instruct him in the practical per- 
formance of his duties. You will find that not only will you 
turn off work much more rapidly with a well ‘‘ posted” rod- 
man, but you will be saved much useless labor and a deal of 
vexation. Nothing is more wearying and harassing to the 
engineer in the field than to be under the necessity of contin- 
ually yelling at a bungling rodman. 

Of course if the ground surface is laterally level at any sta- 
tion the slopes of the cut or fill will intersect this surface at a 
distance on either side of the center stake equal to one-half 
the width of the bottom of the cutor the top of the embankment 
plus the base of the triangle of the slope. Thus if the slopes 
of a cutare 1 to 1, the distance from the center stake to the 
point where the slope intersects the ground surface will Le 
equal to the depth of the cut, plus one-half the width of the 
bottom of the cut. If the slopes of an embankment are 1} to 1, 
the distance from the center stake to the point where the slope 
intersects the ground surface will be equal to 1} times the 
height of the embankment plus 4 the width of the top 
of the embankment. In these cases the depth of the cut and 
the height of the embankment are measured at the center 
stake. In practice, however, it most generally happens that 
the surface of the ground is more or less laterally sloping, 
which makes it necessary to take cross levels at each station, and 
often at points between the stations. 

Well, suppose you have set up your level at a point whence 
you may take rod-readings at several stations, and you have, 
py transfers from a bench, ascertained the height of your iu- 
strument with reference to grade. Look at your field-book and 
find the rate of grade, so that you may add or subtract, as vhe 
case may be, as you proceed from station to station with your 
rod-readings and calculations. Now suppose the ground is lat- 
erally sloping, and, having set our level, we wish to ascertain 
how far out from the center stake the lower side-stake must be 
set for an excavation with a slope of one to one, bottom width 
twenty feet. Suppose we find our instrument to be eight feet 
above grade and the center cut four feet, which latter we place 
in the column of our field-book marked “ center.” the 


Suppose 
ower side is on the left, and, looking at the slope of the ground, 


we judge that 11 feet out this fall will be three feet. We have 
our rodman measure out that distance, and we there take an 
observation and find that the rod reads seven feet, which, sub- 
tractod from our height above grade, gives one foot cutting at 
that point. Now is this the proper distance out for the side- 
stake? Let us see. One half the bottom width of the cut is 
10 feet, and the slopes are one to one. Then 10+-1 gives 11 feet : 
correct! Now if the reading of our rod had been more or less 
than seven feet, it would have given more or less than one foot 
cutting, which would have proved our judgment to be at fault, 
and we would have had to increase or lessen the distance out, 
according as the cut was too great or too small. 

The difference in leveling for the cross-sections of embank- 
ments is, that you add 14 times the height of the embankment 
to the out-measured distance, or the height of the embank- 
ment multiplied by the ratio of the slopes to 1. 

It must be carefully borne in mind that leveling for cross- 
sections has a much more important object than merely fixing 
side-stakes to guide the grading contractors in their work, for 
it is from these cross-sections that the estimate of the cubic 
yards of the earthwork is made. Great care must, therefore, be 
used in taking these levels, in order that the estimate may be 
relied on accurate. In heavy work an apparently trivial mis- 
take might cost hundreds of dollars. 

As our next paper will treat of the best of estimat 
ing the cubic contents of earth-work, it only remains in this 
number to give a few rules anda few practical hints to guide 
the young engineer in his operations on the field taking levels 
for cross-sections and setting the side-stakes. 

Note 1. Whenever you find any marked change in’ the ground 
surface between stations, have your rodman prepare a center 
stake and line itin, driving it at that point. Take 4 rod-reading 
and mark the distanco from the center stake to this intermedi- 
ate stake, plus 30, plus 40, plus 50 (-+-30, +40, +50), or whatever 
it may be, in your field-book between the proper station-num- 
bers. Cross-section levels must be taken and side-stakes set at 
these intermediate points, just as at the stations, and you must 
not forget to make the proper fractional addition or subtrac- 
tion of the rate of grade. 

Note 2. The side-stakes may be set from the field-book after 
the cross leveling is all done, and I think this is preferable to 
doing both at once. You have only to take with you your rod- 
man and an axmapn, your field-book and a tape-line. To set a 
side-stake look at your book and see the depth of cut or fill on 
that side, add this to half the width of the road formation (in 
cutting) for the distance out, measure this distance from the 
center stake at right angles with the line of the road, and there 
drive a broad, strong stake. The manner of fixing the point for 
the side-stake in embankment is precisely the same, except 
that the slope ratio is generally greater. 

Note 3.—The depth of the cut or fill at the center. should be 
marked in red keel on the face of the center stake opposite that 
on which the stake is numbered, and the depth of cut or fill at 
either side should be marked in the same way on the inner face 
of the side stake. Thus, if at either placo it is four-feet cut- 
ting, you will mark the stake “Cut 4.0 ;” or, if itis fill, mark it 
“Fill 4.0,” etc., etc. 

The best form for a field-book is as follows. In the three 
right-hand columns the sign + denotes cutting and the sign — 
denotes fill : 


Jhad 





Station. _ Ratio. 











Left. Center. | Right. 

a +1 400.00 +2.0 |} +4.1 +10 

1 401.00 +1.3 ; +8.2 +2.1 

2 42.00 | 43 | +5.1 +4.0 

3 403.00 —1 | 0.0 +-2 

4 44.00 | -209 | —8.0 —4.2 

5 405 .0y —4.1 —5.7 —6.1 
By reference to the above field-notes it will be seen that at 


station 3 the center is marked 0.0. This indicates that in 
passing from a cut to a fill the grade line cuts the ground sur- 
face at this station. If this point does not happen to fall at a 
station it must be found and indicated by a stake marked 
** grade,” and levels must be taken here and side-stakes put in. 
This is done for the double purpose of indicating the point 
where the cutting ends and the embankment begins, in ordcr 
to guide the grading contractors and to get a note in your field- 
book very necessary in making up your estimate sheets. 

In taking leave of this subject, it seems important to remind 
the field engineer that, in order to get his work well under his 
control, the sooner he gets his line cross-sectioned and side- 
staked the better it will be for him. This done and his esti- 
mate sheets worked up, he will have time to turn his attention 
to setting out cattle-guards, culverts, trestles and bridges, in 
the meantime keeping his eye on those engaged in construct- 
ing the earthwork, remembering that unwearying vigilance is 
the field engineer's duty. Hooster. 





Railr oad Manufactures. 
Works is turning out 270 csr wheels daily at 


The 
the foundries, and a as and fitting 80 pairs daily in 
the machine shops. re are orders in for nearly 20,000 
wheels. 


A stock company for manufacturing cars has been formed at 
Northumberland, Pa., and the building is now being erected 
there, 330 feet by 50, with slate roof, on the line of the Lack- 
awanna & Bloomsburg Railroad. 

Extensive brick shops are going up at Meadville, Pa., and 
are almcst ready for the roofs. 

The Baltimore & Ohio is building a number of new brick 
shops, a round-house, etc., at Newark, Ohio, the junction of 
the Central Ohio and the Lake Erie divisions. 

La Orosse Bridge.. 

The Board of Engineers which recently reported 
fixing the locatiou of a bri over the Mistttoired at 
opposite the fout uf Mount Vernon street, in op; 

lication of the Milwaukee & St. Paul way Company 
(w. desires to construct it some distauce further up), war 
to revonvene at La Crosse on the 23d inst., the Attor- 


in favor of 
La Crosse, 
tion to the 





ordered 
ney-General having give a decision adverse to the 
and propriety of their report. 
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Editorial Announcements. 
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Oorrespond We cordially invite the co-operation of the rail- 

road public in affording us the material for a thorough and worthy 
railroad paper. Railroad news, annual reports, notices of appoint 
ments, resignations, etc., and concerning improvements 
will be gratefully recewed. We make it our business to inform the 
public concerning the progress of new lines, and are always glad to 
receive news of them. 








Inventions.—No charge is nade for publishing descriptions of what 
we consider important and interesting improvements in railroad 
machinery, rolling stock, etc. ; but when engravings are necessary 
the inventor must supply them. 


Articles.— We desire articles relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, ~ men practically 
acquainted with these subjects, are especially desired. 





Advertisements.— We wish tt distinctly understood that we will 

entertain no proposition to publish anything in this journal for pay. 
EXCEPT IN THE ADVERTISING coLUMNS. We give in our edticrial 
columns OUR OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 90 
fully in our advertising columns, but tt is useless to ask us to recom 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 








THE APPLICATION OF THE INDICATOR TO 


LOCOMOTIVES. 





The use of the indicator is becoming day by day more 
general in all stationary as well as marine engines. The 
great benefits to be derived from the use of this instru- 
ment are being more generally recognized, and the users 
of steam power are becoming more anxious to know for 
a certainty what their engines are doing. It is strange 
that an improvement whose invention was almost simul- 
taneous with that of the steam engine itself should not, 
during all these years, have won as high a place as its 
great usefulness entitles it to. When the engine left 
Watt’s hands it was in many respects as perfect a ma- 
chine as it is at the present day. The workmanship 
was not so good in most cases; the benefits derivable 
from the governor cut-off were not understood; high 
speeds had not been introduced generally ; but for all 
that the engine was, in so far as principles go, nearly as 
perfect a machine as we find it now. We know the great 
value Watt placed upon the results obtainable by the use 
of the indicator, and when we look at the various im- 
provements in the engines of the present, all of which 
are of a nature to increase the value of the indicator’s 
results, we are astonished that its use has not become 
more general, in fact, almost universal. If we advertise 
for an engineer, and offer very good wages, out of the 
number who answer our want there will be but few who 
even understand how an indicator should be attached, 
much less comprehend the methods of working up the 
cards when obtained. Many think that it is a matter 
involving much mathematical knowledge, and one of 
those subjects involved in a certain amount of haziness 
and ambiguity. The fact is, that to dctermine the power 
developed is an operation requiring only a knowledge of 
addition, multiplication and division. To so understand 
a card that a fault can be found and remedied, requires 
a little practice—not more than ordinary engineers can 
easily obtain. Of course there are other calculations de- 
ducible from indicator cards requiring more knowledge 
and a more extended experience; but for the practical 
purposes of the engine-room they are not an absolute 
necessity. Once having convinced the owners and run- 


ners of steam machinery of the direct money value of 
these results, they will be quick enough to buy instru- 
ments on the ove b.nd, and to learn to use them on the 
other. But as is quite common in this world, people 
prefer to stop the small leak in preference to the large 
one, and they are very slowly convinced of their error. 

These remarks apply with equal force to locomotives, 
in which the use of the indicator is likely to be produc- 
tive of very valuable results. It is true that in some 
shops the valves of the engines are set by the indicator, 
but it is not every engine which has the good fortune 
to be thus well treated. In the majority of cases meas- 
urements are made, everything looks right, and the en- 
gine is sent out as perfect. We know that it is seldom 
that the first setting of the valve is the correct one, even 
in a stationary engine, and that after some use the opera- 
tion can well be repeated with beneficial results. How 
much more true this must be of a locomotive subject to 
the most severe handling of any kind of steam ma- 
chinery, and whose valve adjustment is a matter of serious 
consequence in more ways than the consumption of fuel 
alone. Much of the smooth running of a locomotive is 
dependent upon the proper setting of the valves. It is 
true that the heavy cushion created in any slide valve 
driven by a link: motion cutting off the steam before the 
end of the stroke diminishes the benefits to be derived 
from the valve being so set as to give an accurate lead; 
nevertheless, the exact moment of the admission of the 
steam in relation to the position of the cranks must be 
just as carefully observed. The points of exhaust cush- 
ion and relief must be carefully adjusted, as they are of 
even more importance than the lead in this special type 
of engine, for on them depends in a great measure the 
smooth running of the whole engine. A point only 
determinable by the use of the indicator, and one of per- 
haps more importance than any other, is the proper ad- 
justment of the length of the valve-rod. If this is not 
right the valve is certain to be wrong, and the error is 
increased as the valve struke is shortened by running the 
link’s end nearer to the block. So much depends, in a 
locomotive, on the two engines operating properly to- 
gether, a result only obtainable by a proper valve adjust- 
ment, that it seems that a point of so great importance 
should not be neglected, or at least tha‘ no effort should 
be spared to perfect the accuracy and certainty of its 
working. To accomplish these results the indicator pre- 
sents itself as the best and, in fact, the only certain 
means. No great difficulties exist in the practical attach- 
ing of the instrument to engines and the obtaining of 
cards, even at the highest speeds. Arrangements can be 
made which shall provide for the operator's safety, and 
after that any one accustomed to the work can obtain all 
necessary cards in a very short space of time. Without 
doubt our stationary engines are not sufficiently taken 
care of in this respect, and even marine engines are left 
too severely alone; and when we come io the locomo- 
tive, we scarcely find that any tests have been made cr 
experiments tried. It is, of course, impossible to say how 
and when such tests should be made; but when their 
great value is recognized, many of the difficulties existing 
in the minds of those in power will be cleared away, and 
time will be found for an operation the most practical, 
instead of the most theoretical, that an engineer is cver 
called upon to perform. 








THE VERMONT CENTRAL. 





For some years this corporation has been growing in 
power, and apparently in wealth, until a month or two ago 
it seemed, to the casual observer, likely to become and re- 
main the controller of transportation over a large part of 
New England, with important connections and relations 
at the leading cities of all New England and the lower 
part of Canada. Indeed, it had something like the 
prestige of the Erie in the latter part of 1868, when 
Gould and Fisk went about conquering and to conquer, 
leasing railroads right and left, apparently taking every- 
thing offered them and having everything offered that 
they wanted. At that time many cool heads were turned 
by the audacity and apparent success of the Erie man- 
agers, and the impression gained ground that they would 
soon control many of the most important Western rail- 
roads. The Columbus, Chicago & Indiana Central was 
supposed to be theirs, and the Pittsburgh, Fort Wayne & 
Chicago was expected to follow. 

Their triumphal progress was suddenly and sharply 
and very solidly arrested by the Pennsylvania Railroad 
Company, when it, to the astonishment of most, wrested 


of shareholders called to confirm a lease to the Erie 
already agreed to by the directors, said directors voting a 
majority of thestock. Directors voting as shareholders 
saw reason to veto the action of themselves voting as di- 
rectors. It had apparently occurred to some one that, 
after all, the important thing was, not what the lessees 





would promise to pay, but what they could pay and 


the Columbus, Chicago & Indiana Central at a meeeting' 





would pay ; and if the road was to be let for more than 
itcould earn, that it was specially important that the 
lessee should have a surplus income from 
some other property, or else credit, neither 
of which the Erie possessed. These facts, doubtless, 
had their influence on the Pittsburgh, Fort Wayne & 
Chicago Company, which finally refused the Erie’s offer 
and also accepted the Penhsylvania’s. 

In Vermont there were long two rival companies, 
the Rutland and the Vermont Central. They were 
by no means prospervus in their youth, and many 
investors remember them to their sorrow. To 
what these early troubles were attributable, we can- 
not now say, not having the old accounts ; but doubt- 
less a light traffic in the State, which exports chiefly 
wool and dairy products, and has few manufactures and 
large towns, had something to do with it, and perhaps an 
excessive capital account had also. Both of the com- 
panies, we believe, became bankrupt, ard were re-organ- 
ized with lighter, at least different, capital accounte. 
Two noted Vermonters were the presidents, Hon. John 
B, Page, formely Governor, of the Rutland, and Hon. 
J. Gregory Smith, also a former Governor, 
of the Vermont Central. Both were ambitious, and 
seemed inclined to gain control of all the railroads that 
joined them. The Rutland succeeded pretty well with 
those in the westera part of the Staie, while the Vermont 
Central took most of the rest and also invaded Massachu- 
setts, Canada and New York, and its appetite seemed to 
grow by what it fed upon, until at last it swallowed ils 


old rival, the Rutland, apparently being tempt- 
ed by the offer of more than its  proper- 
ty would earn. Butthe Vermont Central never 


halted. It obtained an outlet on the seaboard by leasing 
the New London Northern, prepared to lease various 
short lines which might be made tributary to this, and 
was credited with the intention of getting intoits own 
hands lines which would connect its system with Boston 
on the east, and New York onthe west. 

Within a very short time it was reported to have been 
negotiating for the lease of some New England lines, 
and for securing others by aiding in their construction ; 
but a few days ago came news that thecompany was 
hopelessly involved, and the notes of the company have 
gone to protest in Boston. 

It is extremely difficult to give any trustworthy ac- 
count of the causes which have led to this condition of 
things, because the company has not made public com- 
plete information as to its obligations. It is working, 
besides its own line of 118 miles, the Vermont & Canada, 
the Missisquoi, the Montreal & Plattsburg, the Montreal 
& Vermont Junction, the Stanstead, Shefford & Cham- 
bly, the Ogdensburg & Lake Champlain, the Whitehall & 
Platisburg, the Vermont Valley, the Rutland Railroad, 
the Addison County Railroad, the Sullivan Railroad, the 
New London Northern, the Ware River Railroad—a to- 
tal of 655 miles—so that its officers are working a system 
ot 773 miles of railroad. It or its officers also controls 
the Northern Transportation Line steamers, which ply 
between Ogdensburg and Chicago and other points on 
the upper lakes, and the company leases the steamboat 
line between New York and New London and that be- 
tween Plattsburg and Burlington. 

This is a system not at all unmanageable, and its suc- 
cess should depend upon its profitableness, As a route 
from Montreal and the intervening country to Bosten it 
is very good, and the traffic it gets from this district 
should be profitable. It has, however, entered into 
the field for the transportation of Western pro- 
duce to Boston and New England, both in 
connection with its lake steamers and with the 
Grand Trunk. This is a traffic which it conducts at con- 
siderable disadvantages. Its line is very long, and slower 
than it is long, and shippers cannot easily be tempted to 
it without a reduction of rates, which, when accepted, 
has made it haul its freight one-seventh further for a less 
price than its rivals received. There is often a pretty 
sharp competition among its rivals, and when they were 
working for only a fair profit, the Vermont Central must 
often have been losing money. 

But charges are freely made that the company has suf- 
fercd from other causes than the natural unprofitabl. ness 
of itstraffic. Among these charges is one that the Na- 
tional Line was the property of a few officers of the com- 
pany, and that its contract with the company was grossly 
unfair to the latter. Another is that many of the con- 
tracts for lease, etc., have been made by the officers vir- 
tually for their own benefit, and to the manitest injury of 
the company. 

It will be more satisfactory to consider these charges 
after the officers of the company have made their state- 
ment and explanation of the condition of its affairs, which 
they promise to do directly, in a circular to the share- 
holders. It is to be hoped, at least, that the affair will 
be fully investigated and a clear exposition made of the 
affairs of the company. Mr. J. Gregory Smith has been a 
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man of much consideration in his State, and his name 
was supposed to give weight to the Northern Pacific 
Railroad Company, of which he was President from its 
organization until very recently. His communication to 
his shareholders will be looked for with great interest. 


New | Chlbagé. Car Works. 





That Chicago is rapidly becoming a very important manufac- 
turing city is apparent to any one who will take the trouble to 
visit the South Branch of the Chicago River, at a distance of 
from four to six miles from the Court House. Manufacturing 
establishments of great importance are opening up all along 
the river there,and millions of dollars are expended in the 
construction of buildings and the purchase of machinery. 

| One of the most important of these enterprises is the car 
manufactory of F. E. Canda & Co., which is situated on the 

/ north bank of the river near Western avenue. The grounds 
cover 15 acres, and are accessible both to the largest vessels 
which sail on the lakes and by every railroad entering the city, 
by means of the net-work of roads that communicate with the 
Union Stock Yards. 

The buildings which Messrs. Canda & Co. are placing on the 
ground are most excellent and substantial in their character, 
being of brick, with trussed roofs. 

The shop where the wood-work in the car manufacture is to 
be done is a building 120 feet wide by 420 feet in length. In 
this the wood comes in at one end of the building in its crude 
shape, and is planed and sawed and fashioned and smoothed as 
it moves forward from machine to machine, until, as it reaches 
about the middle of the building, it is all ready to be put in its 
place in the future car. The north end of this building is to 
be used for erecting the cars. 

One of the most curious things in this building is the Starte- 
vant blower, which, with its iron tubes branching from a large 
central tube resting in the truss work of the roof, sucks up the 
shavings as fast as they are made and conveys them to a recep- 
tacle near the boiler rooms. 

Adjoining the wood-working department on the west is 
another building 70 feet wide by 220 in length, which is being 
fitted up as the machine shop and blacksmith shop. The 
building is completed, and is in all respects as finely construct- 
ed as the other. The heavy truss work is designed to hold the 
shafting so firmly that it will not need to be “lined up ” after 
it is once got in place. 

This iron-working department is boing fitted up with all the 
most modern machinery for working that metal. 

South of the machine shop are the engine and boiler rooms. 
The boilers are capable of generating steam for a force equal to 
200 horse-power, while the engine, an improved 180 horse-power 
Corliss, has already been put in position to drive the machinery. 

Adjoining the large wood-working building first mentioned 
is to bea planing and sawing room, 40 7 120 feet in size, 
which is yet to be built. 

A paint shop, 160 by 150 feet in size, isin process of erec- 
tion ; also a drying house and an office. 

The transfer table, which will transfer the cars from the place 
of construction to the paint shop, and from the place of comple- 
tion to the place of shipment, is 45 feet in width by 225 in 
length The whole of the works will cover several acres of 
ground. 

The machinery is now being put in place, and is, of itself, an 
object of great interest, being of the latest and most improved 
patterns in all respects. It consists largely of matchers and 
planers, from the Fay Works, of Cincinnati; Gray & Wood’s 
dimension planers and surfacers, Daniels’ planer, wood and iron 
cross-cut saws, a four-side inside molding machine, a four- 
rolled and a six-rolled match machine from the Cooper and 
Mt. Vernon Iron Works, Ohio. Besides these are car tenon 
machines, Lane & Bodley mortisers, universal boring 
machines, universal wood workers, three-side molding 
machines, Merriman bolt cutter, screw-cutting machines, box- 
boring machines, bolt pointing machines, horizontal borers, 
band saws, shaping machines, jig saws, &c., and all the won- 
derful machinery which none but a machinist can fully compre- 
hend. 

In the iron-working department are drills, lathes, iron 
planers, shapers, hydraulic wheel. presses, punches, shears, 
bolt-headers, forges, etc. The machinery is from many of the 
best manufacturers in the country, such as the New York Steam 
Engine Works ; Pettingill, Glass & Co., Cleveland; Wm. Sel- 
lers & Co., Philadelphia ; Columbian Iron Works, Chicago ; In- 
dustrial Works, Philadelphia ; Lewis, Oliver & Phillips, Pitts- 
burgh. The forges in the blacksmith shop are connected with 
a Sturtevant 8-inch blower. 

The shops are calculated to construct and turn out each day 
17 freight cars ; or 14 freight cars a day with 6 first-class pas- 
senger cars per month, 

The cost of the works will not be far from $250,000. The 
machinéry alone will cost about $60,000, it id estimated. A 
slip having 1,800 feet of dockage and large enough to accommo- 
date the largest lake vessels is now in process of construction, 
and will intersect the grounds in such way as to enable mate- 
rial to be landed in the most convenient places. 

The people of Chicago already regard this undertaking as one 
of the most important that has ever been undertaken by pri- 
vate enterprise, and as the inauguration of what may become a 
vast system of manufactories for the city. 








Record of Track Increase. 





Oregon Central, extended from its late terminus at Cornelius, 
10 miles from Portland, southward 10 miles to the Tualatin 
River. &. Louis & Fron Mountain—Arkansas Branch, ex- 
tended from Poplar Bluff southward 15 miles to Neeley’s Swamp, 
Mo. Port Royal, extended from Hoover’s northwest 12 
miles to Allendale, 8, C, West Amesbury Branch, com- 


pleted byslaying of the rails from a junction with the 
Boston & Maine. Railroad at Newton, N. H., east to 
West Amesbury, Mass., 5 miles. & Southwestern, ex- 
tended from Moulton west by south to Caldwell, Iowa, 10 miles, 
and, on the Lexington & Kansas City Division, completed from 
Laclede (on the Hannibal & St. Joseph Railroad) north to Lin- 
neus, Mo., 6 miles. Detroit & Bay City, extended from Detroit 
northward to Orion, Mich., 30 miles. South & North Alabama, 
completed by the laying of rails from Blount’s Springs south- 
ward to Birmingham, Alas., 33 miles. Waco & Northweslern, 
extended four miles to Waco, Texas. 
This is a total of 125 miles of new railroad. 








Turrp-cLass Cars are unknown in this country, unless we 
may reckon as such the wretched boxes which some 
companies provide for immigrants, but which the 
ordinary traveler never sees even, But in England 
these carry nearly four-fifths of the passengers. Hereto- 
fore these cars have not been attached to the faster trains, so 
that the advantages of the higher classes included greater 
speed as well as greater comfort. Recently, however, several 
of the companies have attached third-class cars to all or nearly 
all of their trains. The result has been that the number of 
third-class passengers has largely increased, while the number 
of second-class passengers has decreased, indicating that many 
heretofore have traveled second-class who cared more for the 
faster speed than for the better accomodations of the cars. The 
Great Western Company reports that for the half-year ending 
with June, during four months of which the plan was in opera- 
tion, there was an increase of 88,230 in the number of first-claes 
passengers, with an increase of £3,795 in receipts ; a decrease 
of 207,417 in the number of second-class passengers, with a 
decrease of £46,218 in receipts ; and the enormous increase of 
2,377,593 in the number of third-class passengers, with an in- 
crease of £87,378 in receipts. On the whole, there were 1,958,- 
406 more passengers carried, and £44,955 more received for 
carrying them. As the first-class traffic could hardly have been 
affected by this change, it is taken to indicate the natural in- 
crease, and on this basis the result of the experience is a loss. 
This is shown more clearly by the fact that the increase in the 
two months before the change was 372,526 in the total number 
of passengers carried, and £28,200 in the passenger receipts, 
18 pence each; while in the four months after the change 1,585,- 
880 more passengers were carried, with an increase of only 
£19,695, or 3 pence per passenger in receipts. 

The chairman of one British company—the Blyth & Tyne, 
which has a short line—said recently at a shareholders’ meeting 
that he had had serious thoughts of doing away with their first 
and second-class cars, and running only third-class, “ adopting 
the American system,” he called it ; which is a slander on the 
American system. We believe that no company in this country 
has cars so deficient in accomodations and comfort as the ordi- 
nary English third-class cars; while on many roads the cars 
are really first-class. It is easy to see that on a short line, 
where it is rarely easy to get more than one or two car-loads 
of passengers for a train, it must be very costly to keep and 
run cars of three different classes, and, doubtless, the running 
of one class only would be economical, whether or no the run- 
ning of third-class = would be ew 


Tue Eri Cana some person who has not the fear of 
De Witt Clinton's ghost before his eyes proposes to drain and 
make the bed of a great freight railroad, with ever so many 
tracks and delightfully easy grades (except at the locks, which 
are to be provided for when the water is gone). The proposer 
speaks of this as alcogether a new idea. Just how it would be 
superior to existing or possible railroads does not ap- 
pear. The New York, West Shore & Chicago, it correctly re- 
ported, will have as easy grades as the canal would give, and 
probably more evenly distributed; the New York Central & 
Hudson River will very soon have separate tracks for freight on 
which trains can be run as slowly as is found profitable ; and—a 
matter of great importance—all the existing lines are much 
shorter than the canal route, and are complete—that is, they 
have their termini at the metropolis, while the drained canal 
would end at Albany, unless, indeed, the Hudson should be 
drained, too. 

The change from a canal bed to a railroad bed is, however, 
not unknown and hardly uncommon. The Eastern Division of 
the Pennsylvania Railroad is, we believe, in the bed of an old 
State canal, which accounts for its and vari and 
apparently purposeless meanderings ; which, by the way, the 
company is now ccrrecting by some very expensive and admira- 
ble engineering work. The Indianapolis, Cincinnati & Lafay- 
ette Railroad Company secured its entrance into Cincinnati by 
purchasing an old canal and laying its track in it, and this ma- 
neeuvre, securing it a very convenient entrance in the face of the 
opposition of other railroad companies, which felt sure they 
would be able to defeat any application by the new company for 
the right of way into the city, was esteemed brilliant railroad 
strategy, for which, we believe, Mr. H. C. Lord, the late Presi- 
dent of that company, got much credit. 














Unpercrounp Rariroaps attract much attention in New 
York just now, where the construction of one is about to be 
begun. Therefore the experience of the London roads is 
worth our notice. The leading one—the Metropolitan—has re- 
cently made its report for the first half of 1872, and it is by no 
means satisfactory to the shareholders. They have a dividend 
at the rate of only one per cent. per year, and more capital is 
asked for extensions. The company’s affairs, however, are 
said to be grossly mismanaged, and the shareholders deceived 
heretofore as to the true condition of the property. Thus from 
1863 to 1868, inclusive, the average dividends were at the rate 
of 64 per cent. yearly, while, it is reported, the gross earnings 
were only at the rate of less than 5 per cent., the dividends 
having been paid out of capital. The capital account has been 





gwelled by extravagant professional charges, parliamentary ex- 





penses, etc. The engineer’s charges for this line, eight miles 
long, were nearly $700,000, and the parliamentary and law 
charges more than $1,600,000, or $200,000 per mile! 

Of course the profit of such # railroad will depend very much 
on the cost of it. This one in London cost nearly $5,000,000 
per mile. One thing we may be reasonably sure of, and that 
is that Vanderbilt’s “‘ rapid transit” road will cost nothing like 
so much, and indeed, that there will be no unnecessary expendi- 
ture on it. 

A road costing $1,000,000 per mile might well pay good divi- 
dends when one costing five time as much paid very small 
ones. . 








Cuances oF Gavcr have been made so frequently in this 
country that we have come to regard them as no great feats ; 
but we see that the English papers speak of a recent change of 
the Great Western Railway of England, from the 7-feet to the 
standard gauge for about 250 miles of double track, which was 
accomplished within a month, as a marvelously rapid opera- 
tion. The changes of the Missouri Pacific (283 miles) was made 
in one day, and that of the Ohio & Mississippi (340 miles)—in 
less than tén hours, we believe; andit is here thought almost 
indispensable that the change should be made with the least 
possible interruptin to traffic, and so it is usually made in one 
day, and that day Sunday, when fewest trains run. ; 

—_——_—— — 

Tae Nations! Raruway Company has been offended by a 

letter written by Mr. Nathaniel Niles, late Speaker of the New 








Jersey Assembly, and published in the Wation, and it has sued . 


him for libel, laying the damages at $5,000,000. If it can re- 
cover this handsome sum it need ask no payments on stock and 
offer no bonds, but will have money enough to complete its 
road without troubling its shareholders or the rest of mankind, 
We know several companies which would very much enjoy be- 
ing libeled to that amount. But then the case isn’t decided, 
and even if all the damages claimed should be awarded, sup- 
pose Mr. Niles wouldn't pay? 





—— 


Tue Errxzct or Gauags on Expenses was long ago argued 
at length, and is now brought up ina new form by the con- 
troversy over the new narrow gauges. On this subject the ex- 
perience of the roads of 7-feet gauge in England deserves no- 
tice. These on the average are worked quite as cheaply as the 
roads of standard gauge, and some of them show a very low 
proportion of working expenses. 








Meeting of the General Ticket Agents’ Association. 





The semi-annual meeting of the General Ticket Agents’ Asso- 
ciation was called to order at the St. Nicholas Hotel, New York, 
at 11 a. m., September 20, by the President, Mr. E. A. Ford, 
Messrs. J. B. Peck, M. L. Sargent and J. W. Gore were ap- 
pointed a Committee on Credentials. The following members 
were present : 

Atlantic, Mississippi & Ohio, F. Huger. 

Adirondack, C. E. Oar kee. 

Albany & Susquehanna, 8. E. Mayo. 

Atchison, Topeka & Santa Fe, x L. Sargent, 

Atlantic & Great Western = B. Shattuc. 

Atlantic & Pacific, E. A. 

Burlington, Cedar Rapids ra Minnesota, C. J. Ives. 

Burlington & Missouri river, A. E. Touzalin. 

Buffalo, Corry & Pittsburgh, J. A. Burch. 

Camden & Atlantic, D. 3 Zimmermann, 

Central of Goong, W. F. Shellman. 

Central of N ersey, H. P. Baldwin. 

Chicago & Alton, James Chariton. 

Charlotte, Conia & Augusta, E. R. Dorsey 

Chicago, Danville & Vincennes, C. B. Mansfield. 

Chicago, Burlington & yoo Samuel Powell. 

Chicago, Rock Island & Pacific, E. St. John. 

Clev , Columbus, Cincinnati & Indianapolis, A. J. Smith, 

Chicago & lowa, Hen gy on om 

ue 


Columbus & Hocking Valley, E 
Danbury & Norwalk, H. Wi ms 

Delaware, Lackawanna & Western, W. F. Holivel. 
Des Moines tee i James Barker. 

2, J. N. Abbo 


— 3 F. Field. 
Punt & Pere ~m G. W. Ledlie. 


Indianpolis, Pera & Chicago, F. 

tral, W. P. Johnson. 

Indianapolis, B & Western, J. W. Brown. 
Indianapolis, ——— & Lafayette, "O. K. Lord. 
Jeffersonville, a. Indiaapolis, A. Anderson, 


Wy 
Northeastern (of 8. C.), P. L. Cleapor. 
Northern P. G. G. Sanborn. 
Northern Cen E. 8. Young. 


North Pennsylvania, Ellis Clark. 
Ohio & Miss: + i kT. Brydon. 


Orange, Alexani & 
Pp vania, D. M. ae 
oy & res mre 


, George A. Dadmun. 
People's ne bets a J. 0. Hewitt. 
Louisville, D. H. Cram. 
Peoria, Pekin John 8. Cook. 
Pittsburgh, Fort Wayne & F. R. Myers 


omas Badger. 
Richm Danville & Piedmont, John R. Macmurdo, 
poli’ Island & St. Louis, T. Penfield. 
Rome, atertown & Ogdensburg, H. . Friary. 
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St. Louis, V; T Haute & Indianapolis, Charles E. 
nae , Vandalia, Terre Hau polis, 


St. Louis & Southeastern (Consolidated), W. B. Davenport. 

St. Louis, Kansas City & Northern Line, F. Chandler. 

St. Louis, Memphis, Nashville & Chattanooga, W. L. Danley. 
& oke, James W. Brown. 

John B. Peck. 


Thomas L. " 

United of New Jersey, L. P. Farmer. 

Western & Atlantic, B. W. Wrenn. 

Western of Ala’ 8. D. Hubbard. 

West Jersey, Cape May & Millville, Joseph W. Allen. 

West Wisconsin, William James. 

Wilmington, Columbia & Augusta, A. Pope. 

The convention continued in session Friday, Saturday, Mon- 
day and until late Tuesday evening. The time was chiefly oc- 
cupied, as usual, by the adjustments of rates and divisions of 
rates, a few not very great changes having necessitated a new 
adjustment, which, owing to the very large number of parties 
interested, whose interests, too, are often conflicting, is a work 
requiring considerable time. There was much other important 
work done, however, especially a change in the constitution 
which is intended to make the working of the Association more 
eftective. If it is accepted generally by the railroad companies, 
a policy once agreed upon by the Association will become bind- 
ing upon the companies. A resolution that seaboard emigrant 
rates shall not be applicable to interior points, but to bona fide 
foreign or seaboard emigrant business only. 

Mr. T. L. Kimball, of the Union Pacific, was chosen a mem- 
ber of the Executive Committee, to succeed W. P. Johnson, of 
the Illinois Central. 

It was voted that Washington, D. C., be the place for holding 
the next.annual meeting, which will take place on the last Fri- 
day of March but one. 

Mr. W. R. Barr, late General Ticket Agent of the Erie Rail- 
way, was chosen an honorary member. 

An election being. necessary after the adoption of the new 
constitution, Mr. E. A. Ford, of the Atlantic & Pacific, was 
chosen President for the ensuing half year ; 8.E. Cary, of the 
New Orleans, Jackson & Great Northern, Vice-President, and 
Samuel Powell, of the Chicago, Burlington & Quincy, Secretary. 
All these were re-elections, the terms having only half ex- 
pired, and the officers being elected only because of the adop- 
tion of a new constitution. 

The Association had an unusual amount of work to do, and 
its members applied themselves to business pretty steadfastly 
throughout the four days’ session, and accomplished really a 
great deal of work. 








Serious Rules for Travelers. 





These ‘ serious rules for travelers” appear in the Official 

» Guide of the “Great Central Route,” and were prepared by 

Mr. Joseph Taylor, of the Great Western Railway, the compiler 
of the Guide : 


Always check your baggage before starting ; but if you lose 
your checks afterward, you might as well have saved yourself 
the trouble of checking it. 

If you have some solid hand-baggage with you, be careful to 
place it securely in the rack. A passenger once neglected to 
do this, and it fell with great force on the head of his mother- 
in-law, with whom he had some trouble. 

Always buy your ticket from an authorized agent before en- 
tering the cars; but if you have to pay the conductor for your 
passage, do not stop him to tell him all the reasons why you 
are traveling. He would not care about that, although he 
might be a sympathizing man. 

‘Yo all men I would say, never look out of the window when 
the car is in motion with your hat on—it might be blown off. 

Never look out of the window when it is dark, because 
your head — up against the parapet of a bridge, ora 
—_— — ate noth . 

ome people prefer an upper in a sleeping-car and some 
_ 8 lower ; but if there was one between the wale ould say give 
me that for steady riding. 

_ Do not be always wanting the conductor to let you compare the 
time of your watch with his, and asking him how much you are 
slow; neither ask him frequently if he is on time; or if heis 
not, when he expects to be. A conductor is not an angel. 

Always be considerate with your fellow passengers, and if 
you are traveling with a tailor whom you owe for your last new 
suit of clothes do not let him sit in the draft of the window. 

Some people say : that in the event of an accident, it is best 
to sit in the rear car—others would prefer the centre car—and 
others would like to sit well forward. Such is the difference of 
— But if yeu were to ask me which I would choose, I 
should say, let me sit in my arm-chair at home. 

_ Honesty is the best policy, but it is very poor policy not to 
insure your life against accidents by takiug a policy in the 
Travelers’ Insurance Company of Hartford, Conn. 

The rule of most lines is not to allow Neen seg to stand on 
the platform. Some evade it by sittin wn; but of the two, 
as a man and a father, I would rather inside the car. 

If you have got the measles do not distribute them among 

the passengers—there might not be a measle apiece. 
_ It costs a railroad company as much to sweep out the leav- 
ings of some men as they pay for their tickets. If you must 
eat pea-nuts and apples, put the shells and parings in your hat, 
or else throw them out of the window, but mind you do not 
hit the station-master. 

To newly married couples I would say, do not be deterred 
from the sweet interchange of tender glances and tokens of 
affection by the offensive notice of other passengers. ‘ Frail 
and fleeting are the joys of Love’s young dream.” Besides 
you will awaken the agreeable memories of crabby couples who 
were married some time ago. 

If you are asked to play at three-card monte and you like to 
try the game, never go higher than five cents atime. If you 
keep to this humble amount you will always win; but if you 
venture a V or an X you are sure to lose. 

If it becomes ———a % eject you from the car for disor- 
derly conduct, don’t put conductor, his three brakemen, 
baggageman, and fireman to the necessity of dump- 
ing you ; retire in a high-toned manner. 

ou must always have a ticket or a pass (the latter generally 
pea by travelers). The "pesene who said his face was 
is ticket did not like to have it punched by the conductor. 

Never attempt to get in or out of a railway car while it is 
moving, unless you prefer a pair of basswood Some 

elderly men do it to show their agility, but I think they show 
their tom-foolery. 


Beware of ing to the sudden impulse to spring from the 
car to recover your hat which has blown off, unless you want 
that hat in the worst way. 


-_ 


If nes must walk across the track, look both sides and behind 
and before you all the time, and mind your foot does not get 
stuck between the rails. 

Never try to hand things into car windows when the train is 
— saw a man once lose his footing, and afterward his 
‘oot. 

If you lock out of the window, never turn your head toward 
rear of train, unless it is backing up; if you strike anything— 
up ee your hair. 

There is a smoking and chewing car on most trains. Don’t 
chew in the first-class coaches. 

Choose one of the end berths, over the trucks of sleeping 
ee if you snore much ; the extra noise there will tone it down 
nicely. 

I would say to a young man traveling alone, do not be too 
amiable toward young ladies on board ; many a youth has been 
imposed upon and had cause to repent. You cannot be too 
careful. i 

To a young woman I would say, never love a man because he 
wears a ragged coat. 

These are some of woman's rights on the cars: To occupy 
two seats, while I stand; to have the window open, while my 
neck gets stiff; to have the lower sleeping-car berth ; to have 
her berth made up first, and to havo first chance to wash in the 
morning. 





Alteration of Distant Signals on the Midland 
Railway. 





The distant signals on this line consist of an oblong board ; 
when turned facing a train they are ‘“‘on,” when turned edge- 
ways so as not to be seen they are “off.” Great difficulty arose 
then to py at a distance whether a signal was facing 
the train or whether it was simply the back of a ay belong- 
ing to the other set of rails. To remove this difficulty the right 
hand sides of the boards are to be lower than the other, so that 
at sight it will be seen to which line it applies. Some of the 
signals have already been altered to this pattern, and have 
been found to answer well. All new distant signals will be 
made of this pattern, and it will also be applied to the old sig- 
nals as soon as possible. I think the “directions” will interest 
your readers. 

With a view to increase the efficiency of the distant signal in 
use on the Midland Railway, by enabling drivers, on sighting a 
distant signal, to distinguish by the shape of the signal, as well 
as by the color of it, whether it is applicable to the line on 
which they are running, or whether it is simply the back of the 
signal which is presented to them, it has been arranged that 
the form of the disc shall be altered and shaped as shown 


below. 








FRONT ViEW BACK VIEW 

It will be observed that the disc consists of a high side and a 
low one, and the signal will be so arranged that, when turned 
on against an approaching train, the high side will always show 
on the left-hand side of the post as drivers approach it, and the 
low side on the right-hand side of the post. Drivers will easily 
recollect that, as all semaphore signals are shown on the left- 
hand side of the post, so the elevated side of a distant signal 
shown on the left-hand side of the post indicates that the sig- 
nal applies to the line on which they are running, while the low 
part of the signal appearing on the left-hand side of the post 
indicates that the back of the signal is toward them, and that it 
applies to the other line, and not to the one on which they are 


running. 

When the signal is at “all right,” the board is turned edge- 
ways 80 as not to be seen, and the lamp shows a white light.— 
Correspondent English Mechanic. 








Locomotive Whistling. 

In an article on this subject, the Boston Advertiser, giving the 
experiences of the Boston & Albany Railroad, says : 

If the residents on that line only were affected, a local inter- 
est only could attach to it; but the old rules and practice there 
were substantially the same as upon other roads in the State 
and country. For this reason it hasa far wider interest. What, 
then, were the changes in this case? What were the conditions ? 
And what is the result ? 

1. Formerly the whistle was sounded when approaching and 
at eighty rods distant from every regular station. This was be- 
lieved necessary to warn passengers on the tracks and platforms, 
or who hadoccasion to cross the tracks in advance of the com- 
ing train. It also informed the agent, that he might be out- 
side to see to his duties. We once knew the inquiry to be made 
of several station agents as to their viewof abolishing this sig- 
nal, and nine-teniths of them answered it could not be done wit 
safety. Where trains are run on time, however, as they ought to 
be, it was believed that the clock is a better guide for all con- 
cerned, and that the rashness of passengers or others which 
leads them to defer the necessary crossing of tracks until the 
locomotive is so near the station as to make it dangerous, can- 
not be cured bya whistle. Besides, the bell can be as surely 
heard in ordinary weather at the distance of eighty rods as 
the whistle. Accordingly the station whisile was given up. At 
highway crossings the custom was to sound the whistle and 
ring the beli, whether a flagman was there or not. Long and 
painful experience has, however, shown that bell, whistles and 
flagmen do not prevent and cannot prevent distressing acci- 
dents at grade crossings. Howfar the whistle has prevented 
them or how the balance stands between those it has saved and 
caused, must always be a questiog,/ ; Mach of our elder readers 
can of maimings and deat the running away of 
horses it frighten Nor can it ubted that travelers 
have been less cautious than they would “have been had it not 
been in use, by believing, mistakenly, that they should always 
hear it when a train was approaching. Sometimes it may not 
have been sounded ; but far more frequently through this be- 
lief their minds had other more engrossing thoughts. 

But the most frequent causes of accidents at crossings the 
whistle cannot affect. Among these is recklessness. Men take 


risks in d of all warnings, and prefer to run the chance 
of saving a few seconds by driving across just ahead of a train 
rather wait and save their own and others’ lives. Sleep 


on the part of the drivers is another cause, especially market- 
men in the early morning in this vicinity ; and, alas! in cases 
not a few, enness. With the whistle, flagmen keep within 
their houses until it is heard, instead of being governed b 
their clocks and eyes. Its eventual disuse, we \believe, woul 





decrease the number of accidents by increasing the vigilance of 
all. In the case we are speaking of it was given up at crossings 
by day wherever flagmen were stationed, and by night at all 
crossings, the head-light being its substitute by night. The 
exceptions were times of fogs and severe storms and such 
crossings as are recognized as ‘“ dangerous” by being on 
curves, or where the view of travelers on the highway is cut 0: 
by natural or other obstructions. Its use as a signal to brake- 
men has continued, and whenever necessary to save human 
life. Increased emphasis was laid upon the duty of ringing the 
bell whenever ‘the law or prudence requires, and upon the 
fidelity of flag and gate men. 

2. What were the conditions? In seventeen miles from Bos- 
ton there were twenty-one grade crossings. The number of 
carriages and persons passing during twenty-four hours was 
recently meted at some of them. At one there were 1,413 car- 
riages and 4,692 persons on foot; at another, 1,100 and 790; at 
a third, 437 and 1,586. Four averaged 995 carriages and 2,059 
persons on foot. Including passenger, — and gravel trains 
there pass daily each way, over two of these crossings, more 
than one hundred trains. In four others, eighty, and over nine 
others sixty trains. It ought to be said that, previous to the 
time of which we are speaking, where one whistle could wern 
two or three crossings it had been done. In New- 
ton and in West Newton, where there are three 
crossings, one whistle only was sounded for the 
three in the village. Yet the change in_ the rules 
lessened the daily number of whistles on the division more 
than one thousand. Four weeks have passed—the experiment 
having begun on the 19th of August—and no accident has oc- 
curred. hile we do not claim this result as determinin 
either way to what extent whistling can be —_ up wit 
safety, it strongly supports the view we then advocated, that 
there was quite too much. The effect in adding to the peace 
and happiness of whole communities, and copedialy to the 
comfort of the sick, and the additional safety to all who drive 
horses on highways parallel with the railroad, need not be told. 
We hear and can believe it has added to the value of real 
estate. As public attention is more and more directed to the 
subject, an increasing number of familles will surely elect 
to have their homes on such railway lines as use the whistle 
least. 

Regarding, then, the question of “how much” as likely to be 
an open one for a long time, we yet know no good reason why 
an experiment which has been successful for four weeks may 
not be good for forty weeks, subject only to the same contin- 
gencies as when the whistle was more frequently used. 





Reading Railroad Coal Piers. 





The extent of piers and docks at Port Richmond, on the Del- 
aware, belonging to the Reading Railroad is, perhaps, but little 
known, except to those who have business in that section of 
the city. At this point can be obtained some idea of the enor- 
mous extent of the coal operations in Pennsylvania. The 
Reading Railroad Company own a tract of land extending for 
more than a mile along the Delaware, and so rapidly has the 
business grown that extensions of docks and piers have to be 
frequently made. At the present time, the river frontage of 
shipping piers amounts to 3,000 feet. There are twenty-one 
shipping docks, having a total length of 18,000 feet, the longest 
dock being 775 feet; and their width varies from 60 to 137 
feet. These docks furnish at one time accommodations for 224 
vessels and boats. The water in these docks varies from ten 
to twenty feet at low tide, with a tide rise of six and a half 
feet. 

In addition to the docks, there are 23 shipping piers, the 
largest being 1,172 feet, and the shortest 381. e total length 
of pier trestle-work is 20,212 feet, upon which is laid 103 miles 
of single track, beside there are 224 miles of track connecting 
with the piers. The coal cars are provided with trap doors in 
the bottom, through which the coal is passed down lon 
shutes, 169 in number, and rapidly loaded in vessels. Althoug 
these piers and docks are not designed for storing coal, but 
simply for its rapid transit to the vessels, yet it sometimes har- 
pens, for lack ot vessels, that the coal on its arrival must te 
stored. The capacity at this place for that service is estimated 
at 175,000 tons, which would make quite a respectable pile if 
dumped altogether. ; 

The heaviest annual shipment from the piers was in 1869, 
when it reachedthe enormous amount of 3,500,000 tons; tLe 
heaviest weekly shipment was for the week ending September 3, 
1870, the amount being 95,858, and the heaviest daily (28,000 
tons) was August 31, 1870. The receipts of coal at Richmond 
on the last named day reached to 18,600 tons, requiring 37 trairs 
and 3,722 cars to convey it to the Delaware River. ‘There are 
connected with the docks 35 weigh scales, used in the shipment 
of coal, with a weighing capacity of 25 tons each. 

The company now own as much more adjacent river front, 
which is reserved for the future requirements of the coal trade. 
The large number of vessels arriving at the company’s dockr, 
and the handling of the coal, give employment to a large nun « 
ber of hands, reaching at times to over 1,400 men. The com- 
pany,in addition to bringing coal to Richmond by railroad, 
owns 83 barges for shipping coal to New York by way of the 
Delaware & Raritan Canal, together with six iron steamers, fcr 
delivering coal to Eastern ports.— Philadelphia Public Ledger. 





Electro Science as a Part of the Education of 
Civil Engineers. 





[A paper read before the American Society of Civil Engineers by 
Stephen Chester, C. K., member of the Society, at its Fourth Annual 
Convention, held in Chicagu, June 5 and 6, 1872.] 

There are few subjects with which, in a general way, the 
mass of the people are better acquainted than that of elec- 
tricity. 

Nearly every school boy passes through a period when his 
whole soul is absorbed in the preparation of glass bottles and 
Leydon jars ; often maternal patience is tried to its utmost ex- 
tent in the discovery of dilapidated table-cloths and varied 
colored garments, sacrificed in the interest of juvenile research 
in the school of Voltaic science. 

Merchants, manufacturers and brokers are becoming more 
than amateur telegraphers, and in every department of indus- 
try electricity is being used as a practical agent, and practical 
results are obtained. Yet there is no science of which so little 
is understood by practically scientific men. 

I propose, therefore, to submit for consideration some of the 
reasons which seem to me to account for the apathy of that 
class of men in making exhaustive research, or even to exhibit 
general interest in an element already largely utilized by appli- 
cation in almost every known art, and assuredly destined at an 
early day to hold a position of still greater magmtude and im- 
portance. 

For many years, known only in the phenomena exhibited in 
the chambers of natural philosophy and of educational institu- 
tious, the subject of electricity was regarded not as one of 
special or practical utility, but simply of such slight interest as 
might belong to the contemplation of any natural phenomena, 
ant one of which no man of education and culture should be 
entirely ignorant. 

Its application to an important and useful art was to 
that of telegraphy, and so limited then in this field were the 
resources of screntific men, that the application of electro-mag- 

of distinct interc ication 








netism to the oes < was, 
and still continues to be, regarded as an entirely new and orig- 
nal discovery. 
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THE RAILROAD GAZETTE. 








_ We observe here that the application of electricity in this 
instance was not to —, more than a special and limited 
result, through the special and limited means of repeated elec- 
tro-magnetic impulses. The gees to be solved was simply 
the production of controllable and signals at a 
distance. This accomplished, questions of economy, and ex- 
pedient means of Laan wos shad element upon which these re- 
sults depended were for r consideration, and were naturally 
esteemed of relatively insignificant importance. Tee 

The rapidly increasing demand for quick communication 
between distant places soon made electro-telegraphy one of 
the most important business enterprises of the rye and 
under this stimulus lines sprang up in all of the United 
States and of the world; armies of employees soon became 
trained and skillful experts in the practice, and indeed in the 
general knowledge of the subject, so far as producing the 
_ and limited results required in this specific appli- 
cation. 

Hence, specific experimental knowledge of electricity as an 
applied science has been almost exclusively confined to a class 
of men, who, however bright and intelligent they =e have 
been, were nevertheless entirely oe ear to develop largely 
any important and valuable result from their relatively wide 
experience, because, first, they came almost wholly trom a class 
of society early thrown into active employment with but an or- 
diuary school education ; second, no antecedents of employment 
or training had prepared them in capacity or disposition for the 
habits of exhaustive analysis is required to develop a new 
science: and, lastly, thei field of observation and experiment 
_ always been limited to the accomplishment of a specific re- 
sult, 

In later years, the many new and useful applications of eletri- 
city in arts other than electro-telegraphy have stimulated the 
competitive efforts of manufacturers to further and more im- 
portant applications. Under this stimulus, the attention of the 
of the scientific world has of late been drawn more directly to 
the subject, and men like Seimm, Clark. uerel, Sabine, Du- 
moncel and others, have made valuable additions to general 
science in elaborate works upon electricity. 

But these are for the most part ‘men of the schools,” and 
while their books evince patient study and careful analysis, the 
character of our standard works is not such as we would expect 
and require from men who, from previous training and long 
habits of practically o_o theorems to actual con- 
struction and problems to solved, would naturally investi- 
gate this subject rather in its —— to 8) 
than in its general connection with abstract science. 

Again, growing out of the antecedents that I have mentioned, 
is a popular and widely different error, that this is not a positive 
science (if I may use the expression in this connection); that all 
knowledge of the laws governing this subject must of necessity 
be vague—uncertain, and beyond the limits of mathematical 
measurement and calculation ; and that this mysterious invis- 
able element is recognizable only in, and oa | 

an 
? 


itic results 


phenomena attending its vibrations and movemen 

by which, then, the experienced expert may judge of the pres- 
ence of the unseen agent with about as great a degree of cer- 
tainty as the physician forms his diagnosis of disease from the 
varying symptoms of his patient. 

On the contrary, notwithstanding the fact that our research- 
es in this direction have been hitherto desultory, and far from 
exhaustive in their nature, and our acquaintance with the laws 
governing the operations of electricity are very limited—yet we 
have developed this fact with great certainty—that it is no 
uncertain science, but one susceptible of exact analysis, con- 
forming to arbitrary, positive rules and calculation. This in- 
visible, silent and mysterious force can be measured in its 
length, breadth and thickness with the accuracy that the 
beam of a truss may be measured; the consumption of ma- 
terial required to develop it in known and determinable 
qualities, may be as closely estimated as the effective work- 
ing amount of steam can be computed, from the amount 
of coal burned; and the electro motive effect of this force, 
under any given conditions, may be as exactly calculated as 
that of the thrust of a brace under given conditions. I do 
not say that this has also been literally accomplished ; but 
such advances have been made that the ultimate result is no 
longer a matter even of probability. 

Already European -governments have made this subjeot one 
of the principal studies in the course of military education. In 
this country, our military and naval schools have included in 
tue courses, with instructions of a general character, the ap- 
plication of electricity to specfic offensive and defensive objects, 
und we have, both in the army and navy, schools for teaching 
in torpedo and signal service. It is not necessary, if the time 
would now permit, to point out how inadequate such instruc- 
tiyn must be, except so far as to accomplish the specific limited 
object in view. 

‘To the civil engineers of the country, men peculiarly fitted 
to the task by reason of special training and experiences, me- 
chanics rather than chemists, philosophers and abstract 
scientists, belong the duty of developing this subject to the 
dignity of a practical science. 

As my time is nearly exhausted, let me add one reason why 
this subject should be entrusted to the hands of practical eu- 
gineers, and not to philosophers and students of abstruse 
science only—the public welfare demands it. 

Under cover of our general American apathy, to which I have 
before alluded, the popular impression has been largely culti- 
vated, that this is a vague, uncertain, eccentric power, its laws 
uukuown and undiscoverable, and that, the simple manipula- 
tions of telegraphy could be acquired only by — experts ; 
and mure by reason of this popular ignorance from any 
other cause, extensive telegraphic monopolies have been built 
up, to which we are paying a profit of 400 per cent. for every 
message we send by them. 

Lastly, let me remark to the body of men before me who 
have attained individually to reputations of which the country 
may well be proud, and collectively to an eminence second to 
that of no similar body in the world, I cannot but think it a 
burning shame that the greatest, richest, and politically the 
mort p werful telegraph company in America, if not in the 
worid, should, from necessity, if not from a less reputable rea- 
sou, have been induced to secure the services of an English 
expert to instruct operators in the first principles of their own 
especial calling. 4 

itis hardly to be doubted for a moment that this science, én- 
tering as it already does, and will through so many devices, 
iuto the mampulations of many useful arts, will, in the future, 
form an indispensable part of the education of civil engineers. 
In our time and generation we may anticipate this inevitable 
result. 

DISCUSSION. 

Mr. CoLLixcwoop—Will Mr. Chester state some of the im- 
ortant effects of electricity. It is used, I am sure, in the arts, 
eyond what many of us know. : 

Mr, CuzstER—lI presume it would be a very interesti 
ject, if time permitted, butit is one that requires some 
of preparation to present to the Society in an instructive form. 

twi say that generally, itis used with different devices for 
controlling automatic machinery—controllipg it in the sense 
that the brain and nerves may control the pa Foie ; not 


sub- 


at a positive force, but as that which governs a tive force. 
There is hardly a limit to the number of a tions which 
might be devised for applying electricity in this way, in the sev- 
eral ranches of mar ring art. 

Mr. Conyett—Cannot electricity or galvanism be brought to 


bear in testing the strength of iron 
arrangement of the light and the position of the rays assist in 
determining the quality of iron steel? 


Mr. Cuestes—. i ts of this kind have been made. 


The capacity for conducting electricity is an almost positive test | Co 


of the purity of copper. t 
nature, nay be applied with very exact results to iron. Exper- 
iments have been made, I understand (I do not know how far 
they have been carfied beyond the limit of my own experience), 
in testing the quality of iron by magnetic impulses. 


Qeneral Railroad WMlews. 


CHICAGO RAILROAD NEWS. 











Chicago & Alton. : 

By the end of the ot + season this company w ill have one 
fourth of its road laid with steel, and it has contracted fo 
enough to lay another quarter of the road by the end of th 
next season. . ‘ 

The grain warehouses which will be patronized by this com- 
pany wil be completed in about a month, when the difficulties 
which the company has contended against for so long in the 
transportation of grain will terminate. 

The company has just completed large cattle yards both at 
Bloomington and at Louisiana. The one at Louisiana contains 
10 acres, and the one at Bloomington 15 acres. The former is 
to be used as a resting place for the Kansas and Texas cattle, 
and the latter for those coming from Missouri. The business 
of stock transportation with this company has grown into very 
large proportions. a 

The company will issue cheap tickets to the St. Louis fair, 
from points all along the line. e fare from any point to St. 
Louis and return will be one-fifth more than fare. The 
sale of these tickets will begin October 1, and continue to the 
llth, and they will be good as late as the 15th. 


Chicago, Danvills & Vincennes. 

This company has changed its time-table, so that passenger 
trains arrive at 10 a. m. and 3:40 p. m., and leave at 7:50 a. m. 
and 5:50 p.m. The coal business on this road is rapidly in- 
creasing in volume, 

Lake Shore & Michigan Southern. 
This company will inspect the new road in Michigan, which 


is completed to Eaton Rapids, and will immediately put it in 
operation. Probably the formal acceptance of the work will 
take place this week. 

Illinois Oentral, 


The fruit business of this road for the present year has been 
immense, as will be seen by the figures submitted below. The 
strawberry train was put on as early as May 22, and withdrawn 
June 11, and in that period 98 cars, transporting 882,785 pounds 
of berries, arrived in this city. The peach and regular fruit 
train was started July 22, and withdrawn tember 9, and in 
that time tcomapestel 904 car-loads, or 9,934,191 pounds. 

This company’s new line to Cincinnati, by way of Kankakee, 
appears to be a decided success. 


Michigan Ocntral. 

This company has ordered 30 more locomotives for this year 
than were included in the estimates some time since ; a portion 
of the engines are already beginning ta arrive. The com 
has erected a large freight house on the eastern section of the 
old Marine Hospital grounds, this land having been purchased 
by the company some time ago. The Michigan avenue front 
will be sold for business purposes. 


Chicago & Pacific. 


The Northwestern go, bomy was cut by this —— 
Sunday, September 21, that being the only time it could one 
without opposition, it was su — This company has about 
half of the line graded from Chicago to Elgin, and just put 
an engine and a construction train at work. It expects to lay 
track, from this date, at the rate of about half a mile per day, 
until Elgin is reached. The people of Elgin are making a strong 
effort to induce the company to locate its machine and con- 
struction shops at that place. Cars for a passenger train have 
been ar and will be put upon the road about the 15th of 
October. F 


The Van Buren Street Depot. 

The Chicago, Rock Island & Pacific and the Lake Shore & 
Michigan Southern companies passenger depot on Van Buren 
street is nearly done, so far as the walls are concerned, and 
ready for the construction of the roof. It is a much finer build- 
ing than the one destroyed by the fire. It is built on the same 
foundation, and, of course, encloses the same space; but instead 
of amansard roof the walls are carried higher up, and there are 
two tiers of windows in the wall. The long-side walls are also 
broken by two projections not 1n the old structure, one in the 
center and one at the south end, which break the surface of 
the long wall and add much to the effect. The walls are fin- 
ished more smoothly. The office end, three stories high, which 
has one of the best positions in the city for a good architectural 
effect, — ¥ ee at the head of La Salle street, is nearly as it 
was in the old building. It willhave, however, one newland very 
good feature—a large clock, which will be illuminated at night, 
and will give the anxious traveler who approaches the station 
exact information of the time he has to reach the train. 


Ohicago & Northwestern. 


The grain crop has been for a month and more coming 
forwa very freely, and with 600 more cars than last 
year the company is still unable to supply the demand. Traffic 
is considerably complicated by the large +9 into the city 
of building materials, chiefly bricks and lime, from points 
within 40 or 50 miles of Chicago. These materials are bulky, 
cannot be warehoused with the existing facilities, are terribiy 
in the way if unloaded in the yards, and very ppp | keep 
cars out of service for some time after they have arrived, wait- 
ing for consignees to unload them. 


Chicago, Rock Island & Pacific. 

This company has declared a half-yearly dividend of 4 per 
cent. payable October 23. Transfer books will be closed Octo- 
ber 5 and reopened on the 25th. 


Green Line. 
This company is again ready to do business in Chicago. It 
receives freight at the Michigan Central freight house, at the 


foot of South Water street, and has an office at No. 92 Market 
street, with Mr. T. H. Stewart as agent. Its business is chiefly 


on 


to Louisville and Cincinnati and intermediate points, going 
from a over the Michigan Central to ae City, and 
thence by the Louisville, New Albany & Chicago, e 








ELECTIONS AND APPOINTMENTS, 





—Mr. H. M. Smith, for four years past Master of 


ville Division of the St. Louis-& Southeastern Railway, having 
his headquarters at Nashville. 


—At the annual meeting of the stockholders of the Flint * 
teRailroad 
of directors was 





Pere Marquet , held at East Saginaw, Mich., 
September 18, the follo elected : E. 
B. Ward, of Detroit ; Samuel Farwell, Utica ; Jesse Hoyt, New 


The same test, or a test of a similar | Eas 


of the Alabama & Chattan Railroad, has accepted a post 
tion as Master.Mechanic of the Evansville, Henderson & Nash- 702 





York; John H. Prenti 
a N. ¥.; H.C. 


otter, East Saginaw; G. W. Ledhe, 


w; W. L. Webber, East Saginaw; W. W. New 
Bedford, Mass. The board of directors su! uently the 
following officers: Executive Committee, E. B. W: Samuel 
Farwell, A. OC. Potter, W. W. Crapo; President, E. B. Ward; 


Vice-President, Samuel Farwell ; 


oi 

C. Potter ; Assistant Treasurer, L. C. Storrs; Su tendent, 

General Ticket teentG. WwW. 
re-elected. 


Geo. C. Kimball ; Auditor and 
Ledlie. These officers are all 

—At a meeting of the stockholders of the Newark, Delaware 
& Northwestern Railroad Company held at Ottawa, Putnam 
County, Ohio, tember 5, 4,150 shares of stock -were 


sented and the following board of directors was elected : 
Evans, Delaware ; A. Ream and Gen. J. 8. 
L. Birkey, Wm. 0. ; 
H. Long, Dr. H. Huber and Dr. H. Day, Putnam. 
board of directors completed the organization of the commany 
by electing J. C. Evans, President: J. L. H. , Viee- - 
dent ; W: Taylor, Secretary and Chas. T. Di Treas- 
urer. 

—The New York & New Haven Railroad, the New Haven & 
Hartford Railroad and the Shore Line Railroad from New Ha- 
ven to New London, will be operated by the New York, New 
Haven & Hartford Railroad mpany, as consolidated from 
the ist of October next, with the fol awiag officers: William 
D. Bishop, President, office, New York; W. P. Burrall, Vice- 
President, office, Hartford; John T. Shelton, Treasurer, office, 
New York ; E. M. Reed, General Superintendent, office, New 
Haven; John T. Moody, Superintendent New York & New Ha- 
ven Division, New York ; 8. H. Scranton, Superintendent Shore 
Line Division, New Haven; C. 8. Davidson, eee 
Hartford Division, Hartford ; E.C. Robinson, Chief Clerk, New 
York ; A. L. Brigham General Ticket nt, New York ; G. H. 
Forbes, General reight Agent, New York ; RN. Dowd, Com- 
missary, New Haven. Of these officers, Messrs. Bishop and 
Shelton held the same positions in the New York & New Paven 
=. Forbes the same position in the Hartford & New 
Haven Company, Mr. Burrall was President of the Hartford 
& New Haven Company, and Mr. Reed Superintendent of that 
road. Mr. Moody has been Assistant Superinténdent of the 
New York & New Haven road, and Mr. Scranton President of 
the New Haven & New London Company and Mr. Dowd was 
Purchasing Agent for the New York & New Haven 

—Mesers. 8. H. Kauffman, of wig = D.C.; Thomas 
Underwood, of Lafayette, Ind., and A. C. of Cincinnati, 
Ohio, have been appointed Commissioners to examine the 
Northern Pacific Railroad. 


—Mr. John G. Hill has been appointed General Northwestern 
Passenger Agent of the St. Louis & Southeastern Railway, with 
headquarters at St. Louis. 

—At the annual meeting of the stockholders of the Indianap- 
olis, Bloomington & Western Railway Company, at Champaign, 
IIL, last week, the following board of directors was chosen: 
William Walter Phelps and Robert Turner, New York ; W. Den- 
nison and B. E. Smith, Columbus, Ohio ; 8. C. Wilson, Craw- 


Jas. 


fordsville, Ind. ; George Nebeker, Covington, Ind. ; J. C, Short, 
Danville, il. ; ©. R. Griggs and W. H. Smith, Urbana, Ill. ; W. 
8. McCord, Farmer City, Ill. ; H. Conkling, Bloo: 


D. T. Thompson, Pekin, Ill.; and L. J. 
The board subsequently o “ 
President ; OC. R. Griggs, Vice-President ; and A. P. Lewis, Sec- 
retary and Treasurer. The above are all re-elec with the 
exception of Mr. Bond, who takes the place of D. Ricketts, of 
Indianapolis, in the board of directors. . 

—At the annual meeting of the Connecticut & Passumpsic 
Rivers Railroad Company, at Newport, Vt., the following board 
of directors was elected : Emmons Raymond, Josiah Stickney, 
P. B. Cheney, Gardner C. Brown, F, M. Weld and Amos Barnes, 
of Boston ; Henry Chase and 8. 8. Thompson, of Lyndon, Vt. ; 
Elijah Cleveland, of Coventry, Vt. ; Horace Fairbanks, of St. 
Johnsbury, Vt.; T. P. Redfield, of Montpelier, Vt.; Albert 
Knight, of Stanstead, Can., and Benjamin Pomroy, of Comp 
Can. All of these are re-elected except Messrs. Barnes 
Thompson, who take the places held by Thomas Upham and 
William Thomas, of Boston, last year. 

—Under the recent reorganization of the Erie Railway, the 
Eastern Division, — from Jersey City to Port Jervis, 
and the Delaware Division, from Port Jervis to a, 
have been united and made one division, and Mr. eorge 8. 
Redington has been made Division Superintendent. Mr. Red- 
ington has for several years been Superintendent of the Delar 
ware Division. The new division, of which Mr. Redington will 
have charge, with its branches, has 380 miles of track, over most 
of which the traffic is very heavy. The appointment was to take 
effect September 25. 

—Mr. W. H. Clarke, mentioned recently in these columns as 
one of the Executive Committee of the Civil Engineers’ Club 
of the Northwest, and then called Chief Engineer of the Illi- 
nois Central Railroad, is, instead, Assistant City Engineer of 
Chicago. The Chief Engineer of the Illinois Central is L. H., 
not W. H., Clarke. 


pingte Il. ; 
nd, Monticello, th. 
anized by the choice of B. E. Smith 








PERSONAL. 





—It is reported that Mr. Giles Merrill, Superintendent of the 
Vermont Central Railroad, has resigned his dy my the resig- 
nation to take effect October 1. It is s that important 
changes are to be made in the management of the road. 


TRAFFIC AND EARNINGS, 


—The earnings of the Kent County Railroad of 
the six months ending August 31, 1872, were : for 


$1,350: miscellaneous hts, ers, $9,000 ; 
Sdion of ‘peaches, $13,000 total, $33,360. The reseipte from 
en sea80! 








this last source during ending September 
28, will amount to about $18,000, swelling the gross receipts to 
the same time 


about $28,350. The operating expenses duri 
have been (including lease of Townsend B: ) $8,700 ; 
est on bonded debt, $12,000; total $20,700 ;: leaving a surplus of 
$7,650. The working expenses, it will be seen, are at the extra- 
ordinary low rate of 30 per cent. of the earnings, which is more 
remarkable as the receipts per mile are small—being for the six 
months at the rate of less $1,700 per mile per year. 
—The earnings of the St. Louis & Southeastern Rail 
solidated) for the second week in September were $21, 
ing an increase of $932 over the same week in August. 


con- 
be- 


—The earnings of the Great Western Railway of Canada for 
the week e' cows 6 were ;: 1872, £23,358; 1871, £21,- 
418 ; increase, £1,940, or 9 per cent. 


—The quniogs of the Grand Trunk Railway for the week 

ending — r 7 were: 1872, £38,200; 1871, £34,200; in- 

crease, £4,000, or 11} per cent. 

of the Toledo, Wabash & Western Railwa: 
ber were: 1872, $119,644; 1871, $1 

: ,058, or 7 per cent. 

—The earnings of the Peoria & Rock Island Railway for the 
month of August were $31,050.93 ; expenses, $16,- 
696.05 ; net earnings, $14,354.88, 

—The of the Kansas Pacific 


eek in From Tair. from 
were: r4 
freight, $46,918.99 ; from mails, $4,710.62; total, $71,104.06. Of 


—The earnings for 
the first week in “ 
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this amount $2,842.62 was for transportation of mails, troops 
and government freight. 


—The B spre 4 earnings of the Union Pacific Railroad for 
the third week in September were : 1872, $101,897.01 ; 1871, 
$88,222.29 ; increase, $23,674.72, or 30} per cent. This is the 
largest amount that the road has ever earned from passenger 
travelin the same 

—The earnings of the Toledo, Wabash & Western Railway for 
the second week in wy ¥ were: 1872, $117,713; 1871, 
$114,618 ; increase, $3,100, or 23 per cent. ° 

—The earnings of the Lake Shore & Michigan Southern Rail- 
way for the second week in September were: 1872, $355,457 ; 
1871, $314,949 ; increase, $40, or 12} per cent. : 








THE SCRAP HEAP. 


Exemplary Railroad Conductors. 


‘The Jersey City Journal says: “Running on the New Jersey 
Central Railroad, between Jersey City and Easton, are 35 pas- 
senger conductors. They work from eight to nine hours per 
day, and receive from $75 to $110 per month. Covering the walls 
of two sides of the conductors’ room, at the Central ferry, may 
be seen each of their photographs. A noticeable fact in their 
history, and one that other roads might profit by, is, that all 
«xcept two were promoted from some lower position on the 
road, such ag brakeman, hegeagenes or fireman. Auother 
thing is, that no bonds from these men are required, no ‘ spot- 
ters’ are set to watch them, and it is very seldom that an occa- 
sivn is found on the Cen for aconductor’s discharge, The 
oldest conductor on this road is H. A. King. T. C. Little is the 
fattest, C, H. Robinson is the youngest, aud John Gibson the 
handsomest. Out of the 35 all but ten are married. Four are 
under 35 years old, and but one is over forty. They all wear the 
neat regulation uniform furnished by the company. Keep 
themselves exiremely tidy. Are always os to passengers, 
and not one ever drinks stronger liquids than tea or coffee!” 
American Bridge Company. 

This company seems to have no lask of orders. It has re- 
cently begun work on a new bridge over the Missouri River at 
Boonville, Mo., for the Missouri, Kansas & Texas Railway, 
which will be lower down that troublesome stream than any 
other bridge except the one at St. Charles. There will be five 
spans of 250 feet each and a draw span of 362 feet, with, per- 
haps, some shorter spans. Three are four of these spans will 
rest un pneumatic piers, which this company has used with so 
much success in so many large structures. 

The ne has also recently taken a contract for the con- 
struction of a bridge over the Red River, for the Missouri, Kan- 
sas & Texas, for which corporation the American Bridge Com- 
pony has constructed about three miles of bridges—nearly all 

*ost ‘combination ” truss structures, the wood being ety 
members in compression, which can at any time be replace 
with iron without change of the iron work. : 

The bridge company has also been awarded the contract for 
the construction of a bridge about 1,000 feet long over the Ar- 
hauuvas at Little Rock. This will rest on pneumatic piers 
thronghout. It is just eon amar | the iron trusses for the great 
iron roof of the passenger depot of the Lake Shore & Michigan 
Southern and the Chicago, Rock Island & Pacific railroads in 
Chicago—an important structure, covering a space of more 
tian an acre and a half, and is coord on some large roofs of 
an engine house and shops of the Missouri, sas & Texas 
Railway at Parsons, Kan. It has nearly completed the Peoria 
& ge oy bridge at Peoria, which is a combination bridge 
with an iron draw of 36 feet span. 


Buffalo Union Oar Works. 

The shops of this company, at Buffalo, N. Y., are about com- 
pleted, and so much of the machinery is in that work has ac- 
tually been commenced, and some freight cars have already 
been turned out. The company was organized about a 
year ago. 


The Waste of Ooal. 


The Engineer says: ‘*Mr. Siemens, President of the 
English Instftute of Mechanical Engineers, in his annual ad- 
dress at the recent convention of that society, held in Liver- 
pool, asserted that of the total coal raised in England annually, 
from one-half to two-thirds, which might be practically econ- 
omized, is now destroyed or dissipated carelessly, and that 
theoretically the coal consumed has more than ten times the 
capacity for iron-making and steam production that is now 
practically realized. As a striking example, he stated that 
‘ sixty-eight = of coal is theoretically enough to bring a 
ton of iron to the welding heat, and more than enough to melt 
the same weight of cast-iron, the actual quantity consumed 
varying from ten to twelve to, perhaps, thirty times as much ; 
in some instances even more.’ 

“Ile stated as an encouraging fact—proving that no real 
obstacles exist, practical or theoretical, to realizing a still vast 
cconony in coal-burning for steam Se within the 
last pine years the consumption of coal per indicated horse- 
porns has, in marine engines, been reduced by about one-half. 

u fact, if the average marine engine consumption of nine 
years ago is re with the best results at present obtained, 
the improvement is far greater ; for whereas the average was 
as nine years ago stated before the institution, 4.5 Ibs. of coal 
per hour per indicated horse-power, at present steamships 
make long voyages with a consumption not exceeding 2.2 lbs., 
and some but 1.7 Ibs. of coal for the same duty.” 











OLD AND NEW ROADS. 
St. Louis, Kansas City & Northern. 


The St. Louis Times says of the.recent sale of this road under 
a judgment rendered in the United States courts for $500,000 
thas when the county stock in the North Missouri road was sold 
a year ago, it lett the company without solid title to a portion 
of the road in St. Louis. ‘fo overcome this trouble and settle 
all doubts, the judgment was obtained and the sale made, 
purely as a matter of accommodation to the company. 


Cincinnati, Oovington & Oumberland Gap. 

This Kentucky company was organized September 7 by the 
election of Col. Tarner, of Montgomery County, as President ; 
Rh. H, Fitzhugh, Vice-President and Engineer. The directors 
are Chas. “re of Bourbon County; J. G. Pittman, of 
Powell County; John G. McGuire, of Lee County ; Gen. t. T. 
Garrard, of Clay hag and E. Demortimer, of Cumberland 
Gap. ‘The officers of the company say that they intend to go 
to work at once. It isexpected that the Atlantic, Mississippi 
& Ohio Company will advance $1,000,000 toward the construc- 
tion of the , that Bourbon County will yote the sum of 
$500,000, and that other counties on the line will do their share. 
We are not informed as to how solid the foundation is upon 
which these expectations are bas d. 
East St. Louis, Oahokia & Falling Springs. 

This road, which is now nearly completed, starts from the 
new stock yards at East St. Louis, runs to a point opposite 
Carondelet, where connection is made by ferry with the lron 
Mountain, Pacific and Atlantic & Pacific roads. One half mile 
below Oahokia the road branches off toward the bluffs, termin- 
ating at yeling Sones, a — of summer resort. The whole 
length of the be 114 miles. The officers of the com- 
pany are John B. Loviageue, President ; John B. Bowman, 

etary. Directors— Winstanley, der Pope, 





W.C. Hewitt. The contractor for the construction of the road 
is J. W. Corlogue. 


Plymouth, Kankakee & Pacific, 

lt is reported that the contractor for ironing the road has 
succeeded in negotiating $1,000,000 of the bohds, and that work 
will be begun very soon, and a considerable part of the road 
west of Plymouth completed this season. 


Southern Pacifio of California. 

The city council of Los Angeles has resolved to donate to 
this company the stock now held by the city in the Los Angeles 
& San Pedro Railroad Company, the amount of which is 
$150,000. 

Louisville & Nashville. 

In making application to have its securities placed on call in 
the New York Stock Exchange, this company has submitted the 
following statement of its condition: 


Organized under charters from the States of Kentucky and Ten” 
nessee, 





Miles. 

Length of road—main line from Louisville to Nashville.. 185 
En. a a, tho b nak suns capo pametawed 17.30 
I, OE os cons ncascdacdadcarecsebatnce 110.32 
SS RAR et ee we 33.46 
Memphis Branch (to State line).......... cc. ccce cece cece eeeees 46.37 

Line from State Line to Paris, Tenness-e, formerly Memphis, 

Clarksville & Louisville Railroad................cceeeeeeeeee 82.60 
this bkb Téedinaing ates be <ehsiSdle sk wedbhe hele Rhewseee’ 475.05 


Memphis & Ohio Railroad, from Paris to Memphis, Tenn..... 130.30 
ayers S Decatur Railroad, from Nashville, Tenn., to ~~ 
catur, Ala 


ee DO IN os ic ncaa cwascaneesssiansadencse ‘737.54 

In addition to the above this company owns a controlling in- 
terest in and is now completing the South & North Alabama 
Railroad (183 miles), from Decatur to Montgomery, making 
the total length operated 920.54 miles. 

First mortgage ~ per cent. bonds, main stem, dated, 
July 1, 1858. Due Jan. 1, 1874, 1874, 1875 and 1876. In- 
terest payable January 1 and July 1. Interest payable 
in New York city. Principal payable in Louisville, Ky.. 

Denomination $1,(\00 each. 

Trnstee—JOHN L. ASPENWALL. 

First mortgage 7 per cent. bonas, Memphis branch, 
dated May 1. 1860. Mature May 1, 1873, 1874 and 1875. 
Interest payable May land November 1. Principal and 
interest payable in Louisville.................c0eeeeeeeee 

Denomination $1,000 each. 

First mortgage 7 per cent. bonds, Lebanon Branch, 
dated November 16, 1863. Mature November 16, 1880, 
1885. Interest payable May 16 and November 16. Prin- 
cipal and interest payable in Louisville, secured by joint 
mortgage to City of Lonisville...............00000% priced 

Denomination $1,000 each. 

City of Louisville 6 per cent. bonds, account of Lebanon 
Branch, dated June 2, 1856. Mature 1886, Interest pay- 
able June 2and December 2. Principai and interest 
payable in New York City 

Devomination $1,000 each. 

a of Louisville 6 per cent. bonds, Lebanon Branch 

xtension, dated October 15, 1863. Mature October 15, 

1893. Interest payable April 15 and October 15. Prin- 

c)pal and interest payable in Louisville 

Denomination $1, each. 

Consolid+ted 7 per cent. ee bonds, dated April 1, 
1868. Matore April 1, 1898. nterest payable April 1 
and October 1. Principa: and interest payable in New 
York City. 

Denomination $1,000. Numbered from 1 to 8,000. 

Iseued $6,647,009 


$554,000 


139,000 


225,000 


333,000 





8,000,000 
8,980,600 


Ma da dame iddincents 24 aiinccten bagel aeeie xacean $18,319,60) 
Earnings as per last annual report per year 


ending June 30, 1871 : 
Memphis, Clarksville & Louisville, gross... 62,570 83 
Memphis & Ohio.............. jaahe iaaee -aee 924,207 20 
Louisville & Nashville..............ccseeeee 3,153,006 90 


$4,539,784 93 . 
Officers—H. D. Newcomb, President; Thomas J. Martin, 
Vice-President ; Albert Fink, Second Vice-President. 


Burlington, Oedar Rapids & Minnesota, 

A correspondent of the Burlington (Iowa) Hawkeye says 
that the new branch running west from Vinton, 125 miles, 
north of Burlington, is nearly completed to Traer, near Buck- 
ingham, in Tama County, a distance of about 25 miles from 
Vinton, and trains will probably be running by November 1. 


Chicago, Olinton & Dubuque. 

The survey for the extension of this road has reached Le 
Claire, and is being pushed rapidly forward toward Davenport. 
The superstructure of the bridge across Elk River, between 
Sabula and Lyons, 51 miles south of Dubuque, hag arrived and 
will be put up and ready for the rails within a week. 


Missouri, Kansas & Texas, 

A Parsons, Kan., dispatch to the St. Louis Republican, dated 
September 20, says: ‘‘ Yesterday a train of sixteen cars of 
cattle from Red River pg Ae Denison, as the new city at the 
terminus of the road in Texas is called, passed through Par- 
sons, under contract to be landed in St. Louis in five days 
from time of starting. They had to drive two days out of the 
five ; also a rest of twelve hours at Schell City. This road, dur- 
ing the last fifteen days of this month, has shipped 499 car- 
loads of cattle, 375 car-loads of coal, 170 car-loads of material 
for the Atchison, Topeka & Santa Fe Railroad, and about 300 
cars of merchandise for Texas. Emigration to Texas is in- 
creasing rapidly. Eight trains } ass this place daily, averaging 
eighteen cars per train. To-night the track is within 23 miles 
of Red River. This road will ship 30,000 bales of cotton into 
St. Louis this year.” 


Qhicage & Paducah. 


Work on this road has been going on rapidly for some weeks, 
and iron ‘ill soon be laid south from Fairbury. 


New Indiana Railroad. 

Articles of incorporation have been filed for the formation of 
a company to build a railroad from Carbon, on the Indianapolis 
& St. Louis Railroad 53 miles west of Indianapolis, northwest 
to Otter Creek in Parke County, thence southwest down Otter 
Creek, rejoining the Indianapolis & St. Louis road at Lodi, five 
miles west of Carbon. The road will be eight miles long and is 
designed to tap the coal region in Otter Creek Valley. 
Oolorada Central. 

The surveyors of the line to Julesburg have the line located 
from Golden to near Boulder, and the first 10 miles of gradin 
is contracted for. Contracts are to be let as fast as the line is 
located. 

New Orleans & Meridian. 

Enterprise, Miss., has voted to issue $100,000 in city bonds, 
bearing 8 per cent. interest and payable in 80 years, in aid of 
the construction of this road. 

Kansas Pacific. 

It is proposed to extend the branch now being constructed 
from Kit Carson to Fort Lyon, from Fort Lyon to Pueblo, and 
at a meeting held at Pueblo, General Carr offered, on behalf of 





T= 


the company, to build the extension, provided Pueblo would 
vote $300,000 towards it. The amount offered by that place is 
$200,000, with land for depot buildings, &c., and right of way. 
Distances from Mobile. 

The Mobile Register er the distances by railroad from Mo- 
bile to Louisville and St. Louis, making them exactly the same, 
as follows : 

MOBILE TO 8ST. LOUIS. 
OARS Sere Sbanocrcos cocmcsserecscrsocervoeses miles. 472 
“ 196 





MM avec bcecst esc nsel ccbhcsetetbhetaves shapseucete ae 
MOBILE TO LOUISVILLE. 

Mobile & Montgomery ...............-+00++ miles. 178 

South & North Alabama... a 183 

Nashville & Decatur....... “1a 

Louisville & Nashville ................e0e05 seuaehs niin pabere oo 

Nahi ie axk cbnccscdengeds’ thivebsgee’ bsendetstebec bad 668 


Oentral of New Jersey. 

In a circular issued to the stockholders of this company and 
those of the Delaware, Lackawana & Western, offering $3,000,- 
000 of Central of New Jersey convertible bonds for their sub- 
scription previous to October 1, the following statement is 
made : 

‘* This issue of bonds is mainly for the purpose of providing 
funds for continuing the enlargement to the sources and ave- 
nues of coal supply, as also to increase and develop the passen- 
ger and freight facilities. A large, growing and profitable 
business calls fora steady increase in facilities of all kinds ; 
but the largest demands arise from the policy adopted and 
acted on during the last two years, of securing permanently 
j volcan lands and roads from which our main business is to be 

erived., 

“ A full annual report was made to January last. Since then 
the following expenditures have been made : 


General construction, new track, etc,............eeeeeeeeee $368,500 
Reducirg grade Newark Branch..............ssseeeeeeeees 40,500 
Conl Wien, Paes SORMOIOM. . 0a oic cise cds: ccskis (be devon secs 34,500 
TOOT SRE, ORNIR, 60B ais « on.0n000006006000bes0ss dnbecdes 500 
Engines, $170,000; cars, $507,000...........cececeeeeeccsee 677,000 
So. one neehehe dnb. be te chaneteneneomuatieninhins 1.203,000 
Newark Railroad stock redeemed.............+.-seeeeeeeee 121,750 
Perth Amboy and Long Branch railways ................-- 198,000 
RRA rr eee ee 346, 
PS SITTER ees ae re tet oe met lees 237,000 
OO bites wiand + srnncce peo eordnedaeaeeeskcite dasaens $3,246,750 


‘There have been received for instalments on the scrip stock 
$3,252,850 ; leaving, September 1, about $600,000 still to receive. 
‘The foliowing is a statement of the receipts and expenses 
for nine months to October 1, the last month being estimated : 











Se os a S55 .s50'dccccnceccceryenctandyenenosseaes $1,038,000 00 
NS hi 6tikes be Sc cchescbetceensesessddevsease cee 1,375 000 00 
a abb.ck WGsesaccccens ds ocatebddscsvbasve “chcuobaheky 2,854,000 00 
MISOCUIAMOOUS. «05522 cecccce cocsccccsesccnseccoccssers x 0 
Ls Kncccsdeccesecccescd stesntentemene bassaweete $5,339,000 00 
Operating CXPenses............cccccccccccccvcescevecses 3,168,000 00 
$2,171,000 00 
Dividends six months.................. Ae Pe $846,868 85 
Interest nine months.................... se 469,000 00 
erry errr tere 49,000 00 
Rent Lehigh & Susquehanna Railroad, nine 
GN. 0 ok c6be Wien bie cir didn ccdnisdcbucds 's0ibe 617,000 00 
1,981,865 85 
$189,131 15 
TG NIU 65:0 0.05 00000006006500g0hcneme connotes 450,000 00 
BOUT 05k svtd oucenccracancechinne deena cereren $260,868 85 


which is nearly covered by the su 
change for the better in the coal tr 
most beneficially on the finances. ; 

‘* The bonds are offered to the stockholders in the proportion 
of one bond of $1,000 for every 66 2-3 shares held, and for each 
fraction of that amount. The privilege will be open till the 1st 
of October, proximo. For stockholders at a distance a suffi- 
cient time for communication will be allowed. Ten per cent. 
will be payable on or before the 1st of October next, to Samuel 
Knox, Treasurer, and 10 per cent. on or before the first day of 
each +ucceeding month, till the whole amount has been paid in. 
Payment may be made in full, if desired. Interest to the Ist 
of aecanihee, the date of the bond, will be adjusted at the time 
of payment.” 


Boston, Barre & Gardner. 

Engineers have begun the permanent location of the extension 
from Gardner, Mass, to Winchendon, ard the company adver- 
tises for proposals for the construction of the extension, which 
will be about seven miles long. 


Massachusetts Central. 

The company has decided on the location of the roadin West 
Boylston and the work on the gra ing, which has been stopped 
for several weeks, is to be resumed, 


Portland & Ogdensburg. 

The Boston Advertiser, of September 24, says: ‘‘The loan 
of the city of Portland to the Portland & Ogdensburg Ratlroad, 
together with the bonds of the Vermont portion of the road to 
Lake Champlain, will probably be taken by a German house. 
The whole amount will be about $2,000,000.” 


Haverhill & Shaw's Orossing. 


The survey of the proposed new railroad from Haverhill to 
Shaw’s Crossing, in Andover, Mass., thence to connect with the 
Essex road, has just been completed. The line starts from a 
point in Bradford near the bridge pooting through the town, 
thence west of Chadwick's Pond. The route is represented to 
be favorable and easy of construction. The line will be about 
six miles long, and would connect with the Lawrence Branch 
of the Eastern Railroad. 


Montrose. 

The Allentown (Pa.) News of September 24 says : 

‘*The Lehigh Valley Railroad Sy have purchased rails 
and ties for the whole road from Tunkhannock to Montrose, 
and have eons expended $70,000 in purchase for the 
Montrose Railroad. The work of grading is progressing rap- 
idly.” 

Atlantic & Pacific of Oalifornia. 

A San Francisco telegram, dated +H ager 23, says: 

“The Board of Supervisors to-night indefinitely postponed 
consideration of a modified order preety ye vote 
the proposition of a city subscription of $10,000,000 to the Cali- 
fornia Atlantic & Pacific Railroad. This scheme did not in- 
volve an absolute subsidy. It proposed a full equivalent for 
the aid granted in preferred stock of the company, to be held 
in trust for the an benefit by fifty well-known citizens, until 
such time as it ld be safely and surely transferred to the 
oe gases or until it could be sold and its proceeds ap- 
plied to cancelation of $10,000,000 subsidy bonds. Fifteen thou- 
sand citizens, being a decided majority of the voting ula- 
tion, have petitioned the or onions ws for opportunity ave 
this question passed upon by the people at Bae but their 
request was denied. The Laand, howensi: finally passéd the 

er submitting to the Fy the competing pro, fe for an 
absolute tT of $10, , to be given outright to the 
San Francisco & Colorado Reilroad Company, who offer no 


lus of last year. Any 
e would at once operate 
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equivalent in stock or bonds. It has no chance of success at 
the polls should the Mayor not veto it, as is th t probable. 
Senator Cole addressed an audience of several thousand per- 
sons to-night on the railroad question, earnestly opposing any 
further subsidies, directly or indirectly, for the benefit of the 
Central Pacific Railroad Company.” 

Philadelphia & Reading. 

The Manayunk Star says that a new branch line is proposed 
through Roxborough. “The line as surveyed branches off 
from the Norristown branch where said branch crosses the 
Reading coal road and takes a direct course on an ascending 
grade, crossing the Wissahickon valley just above where the 
Old Log Cabin used to stand. The plan of the crossing of the 
Wissahickon is made out, and the structure, when erected, will 
be one of the finest ofthe kind in the country. Itis to be of 
stone, and to be constructed with double arches, one above the 
other, so as to prevent any vibration. The height of this 
bridge would be one hundred and thirty feet from the Wissa- 
hickon. The road then continues up near to and just east of 
the Ridge road to Barren Hill. To build this will cost a mil- 
lion of dollars, and if one-half this amount was taken by the 


poagie 1] stock, the Reading Railroad Company would build 
26 road.” 


Green Bay & Mississippi Canal. 

A Washington telegram of September 24 says: ‘‘ Philetus 
Sawyer, member of Congress from Wisconsin, and B. J. Ste- 
vens, attorney for the Green Bay and Mississippi Canal Com- 
pany, were at the War Department to-day to consummate the 
purchase by the Government of the locks, canals, dams and 
franchises of that company in the work, better known as the 
Fox & Wisconsin Rivers Improvement. The amount voted by 
Congress last winter for its purchase was to-day paid to the 
company and the property duly conveyed by deed to the United 
States. The entire work has this day been passed over to the 
United States Engineer Department, to carry out the enlarge- 


ment and completion of this national highway from the West 
to the East.” 


Warren & Venango. 


The Titusville (Pa.) Herald says; ‘The Warren & Venango 
Railroad cannot be said to be dragging its slow length along 
albeit they have been pestered and hindered by injunctions an 
copeele, becauses it has surmounted such obstacles, and now 
bids fair, in the course of four or five weeks, to be in running 
order from Warren to Titusville. In view of the consumma- 
tion of this enterprise, a few items will not be out of season. 
The entire distance of this new road is 35 miles, and starting 
from Warren it passes through the following towns and stations, 
with the —_ distances reckoned from Warren : Irvineton, 
6 miles; Pittsfield, 12 miles; Garland, 15 miles ; Pleasant Val- 
ley, which is at the summit, 20 miles; thence to Titusville, 35 
miles. The route from Warren lies down the Allegheny River, 
up the Brokenstraw to Garland, thence up Maulingar, 
to the Summit, thence down Cadwell and Pine Creek to Titus- 
ville. There is no ascending grade north to exceed 26 feet to 
the mile, the average grade not averaging ten feet to the mile. 
The track is now laid from Warren to Tionesta, and trains are 
running over that portion of the road daily. The balance of 
grading, bridging and masonry will be pay oe in ten days, 
and the road in running order early in October, unless the 
weather is more unpropitious than is anticipated. When this 
connection is made through trains will be run from Pittsburgh 
to Buffalo, via Titusville, in the space of ten hours, Titusville 
being about halfway between Pittsburgh and Buffalo. The dis- 
tance fromjPittsburgh to Titusville is 149 miles, and from Titus- 
ville to Buffalo, 144 miles.” ; 


Ohicago & Rock River. 

This railroad’s junction with the Chicago & Iowa is at Shab- 
bona Grove, De Kalb County, 30 miles west of Aurora. 
Wisconsin Valley. 

Judge Power, President of this company, reports that the 
grading and bridging on the 46 miles of the road now being 
uilt are finished and everything is ready for the tracklayers. 

Wisconsin Oentral. 

The Ashland (Wis.) Press says of the work on thé northern 
end of the line : 

*‘ Another engine and several cars will arrive soon to assist in 
the construction of the road. It is also expected that several 
thousand tous of railroad iron will be received this fall. The 
iron for the bridge is mostly here, and as soon as the abutments 
are finished the iron superstructure will be — in position. 
It is doubtful whether the cars will reach the gap by winter, 
but every effort is being made to push the work along. The 
construction train now runs out nearly to the White River 
crossing.” 


Chicago & Northern Pacific Air Line. 

The Jefferson (Wis.) Banner says: ‘The news relative to 
our newline of railroad is that the contract has been let to a 
New York firm by the name of Kauffman & Co., and that work 
will be commenced immediately. Mr Ruger, the Engineer, has 
been ordered to commence the survey from the State line to Chi- 
cago at once. 


Fort Dodge & Northwestern. 

This company filed its articles of incorporation in the office 
of the Secretary of State of Iowa, September 8. The corpora- 
tion is created ‘for the _- of constructing, owning and 
operating roads, railroads, bridges, ferries and ferry-boats, 
store-houses, ware-houses and elevators in the State of Iowa, 
and buying selling, “og and trading in lands and other 
property in said State.” e pew place of business will 
until otherwise ordered be at Emmettsburg, Palo Alto County. 
The object is to construct a ‘*from a point at or near 
Fort Dodge ; thence in a northwesterly direction up and along 
the Des Moines River to the north line of the State, and thence 
in a northwesterly direction to some point on the Northern 
Pacific Railroad.” The capital stock is to be $3,000,000, and 
the names of the incorporators are John F. Duncombe, Presi- 
dent ; Lindsay Seals, Secretary, and O. E. Palmer, Treasurer. 
Mr. Duncombe is an officer in the [llinois Central Railroad 
Company. . 


Oumberland & Ohio. 
The Louisville Courier-Journal Ftp the following informa- 
tion concerning the contracts for the construotion of this road : 
‘* Messrs. Meyer & Hay stipulate to take the county and mort- 
gage bonds of the company in pee and to construet, iron 
and equip the road from ® point on the Short-line to Greens- 
burg, 107 miles, at a cash cost of less than $26,000 per mile, 
and to complete the whole within two years from January 1, 
1873. The work to be done and materials supplied embrace 
the ‘graduation, masonry, bridge superstructure, iron rails, 
joint fastentings, spikes, cross-ties, cattle-guards, road-cross- 
ings, track-laying, two miles of side track, Fen turn-tables, six 
water-tanks, four locomotives, four papeengie, two baggage, 
thirty box, ten rack, twenty flat and ten cars, and the pay- 
ment of ineering expenses,’ to be done under the super- 
intendence of fhe company's Chief Engineer, in first-class style. 
Payment is to be made monthly, as the work progresses, on 
the estimates of the Chief i . Messrs. Meyer —? are 
on road- 


to continue the work of graduation and masonry 

bed from Greensburg te the Tennessee State line. 
The section of 24 miles of road-bed from the State 
line to Gallatin, Tenn., company has let for 
construction to McCann & Brother, of Louisville, 
and J. ©. Rodmur, of Gallatin, Tenn., at prices be- 





low the engineer’s estimate. Thus the work of construction 

will soon be prosecuted on 200 miles of the route, from the 

Short-line to Gallatin. The section from Gallatin to Nashville, 

26 miles, the company hold open for the present, two or three 

fecpediiens being before them for the extension south of Gal- 
in. 


“The final locating surveys have been ee on all of 


this 200 miles cnsepting a section between Greensburg and 
Glasgow, which be shortly worked up. These surveys 
have developed information accurate and sufficient enough to 


satisfy the company that the road-bed complete, including 
bridges and mas: , will be about $13,000 per mile.” 

The road is intended to run from a point on the Louisville, 
Cincinnati & Lexington Railroad near Louisville, south through 
Greensburg, Ky., and Gallatin, Tenn., to Nashville. It would 
be a competing line with the Louisville & Nashville road for 
travel between those points, but for most of the distance the 
two roads would be a considerable distance apart. The two 
lines will be of about the same length. 


West Amesbury Branch. : 

This railroad, wnich extends from West Amesbury, Mass., 
west to the line of the Boston & Maine Railroad at Newton, N. 
H., a distance of five miles, is nearly completed and will soon 
be ready for acceptance by the Boston & Maine Company, 
which has agreed to lease the road and pay 5 per cent. interest 
on the cost. The whole cost of the road, including stations 
and fences, will be $114,000. 


Terre Haute & Southwestern. 

The Terre Haute (Ind.) Express says that Mr. D. C. Jackson, 
the contractor on this road, will begin work immediately. The 
piles for the bridge at Chenoweth’s —_ are to be put down 
at once, and it is hoped that the piers will be completed before 
the winter rise in the Wabash. 


Athol & Enfield. 


It is eens that the Vermont Centra] Company has offered 
to lease this road for ten years, paying 7 per cent. interest. 


Montpelier & Wells River. 


Tracklaying is to be further postponed, on account of the 
present high price of iron. 


Burlington & Southwestern. 

This road is now completed to Caldwell Station, 110 miles 
from Burlington, and 10 miles from Moulton on the St. Louis, 
Kansas City & Northern road, to which point the Burlington & 
Southwestern trains have been running. On the Lexington & 
Kansas City Division trains have commenced running from 
Laclede, Mo., on the Hannibal & St. Joseph road, north to Lin- 
neus, about six miles. The gap between the two ends of the 
road is being rapidly closed. 

Dubuque Bridge. 

About noon of September 20, a small house used as a tool 
house on the draw of .the bridge over the Mississippi, at Du- 
buque, took fire, as is supposed from sparks from the chimney 
of a tow-boat, and the fire spread rapidly among the timbers of 
the drawpier. Several streams of water were dpe oJ brought 
to bear upon the fire, and it was extinguished with compara- 
tively slight damage. 
Detroit & Bay (City. 

This road was completed to Log Pail Station in Oakland 
County, September 12, and was expected to reach Orion, in the 


same county, by September 21. Orion is about 35 miles from 
Detroit, and nearly due north from that city. 
Baltimore & Drum Point. 

The directors of this comenag have determined to commence 
the construction of the road from Camp Parole, near Annapo- 
lis, to Butler's Tavern, a distance of about 12 miles. This sec- 
tion will be built this fall, and in the spring it is expected that 
the road will be extended south through Anne Arundel into 
Calvert County. The road will pass through a section entirely 


destitute of railroads, although no part of it is far from naviga- 
ble water. 


South & North Alabama. 


A telegram announces that the last rail on this road was laid 
September 15, completing the closing of the gap of 33 miles 
from Birmingham to Blount Springs, tween the northern an 
southern ends of the road. e road extends from Montgom- 
ery, Ala., to Decatur, about 183 miles. 


Georgia Western. 

Work has been commenced on this road, and a large force is 
at work clearing aud preparing for the graders, near Atlanta. 
ee has also commenced on the piers for the Chattahoochee 

ridge. 


Waco & Northwestern. 

This branch of tfie Houston & Texas Central road is com- 
pleted to Waco, 38 miles from Bremont, the junction with the 
main line, and four miles from the late terminus. 


Warren & Jefferson. 

This Fm omy = railroad is to run from Warren, Pa., south 
about 60 miles into the coal fields of Jefferson County. It is 
expected to do an extensive business in carrying coal to Buffalo 
and other points in Western New York. 


New York & Oswego Midland. 

The Utica Herald says that this company will not open its 
line through to New York until next spring. 
Oalifornia Pacific. 

The Vallejo, or California Pacific, route from Sacramento to 
San Francisco, which has been closed since the road was dam- 
aged by freshets last fall, has finally been re-opened, the dam- 


ages having been repaired. Trains commenced running Sep- 
tember 16. 


Dividends. 

The Chicago, Rock Island & Pacific pays « half-yearly divi- 
dend of 4 per cent. October 23. 

The Lehigh Valley announces its regular quarterly dividend 
of 2 per cent., poyebte October 15. 
_, The Central of New Jersey will pay its regular quarterly diy- 
idend of 24 per cent., contrary to a generally credited rumor. 
Oregon & Oalifornia. 

The financial agents of this eo Messrs. Drexel, Mor- 
gan & Co., announce that the pay the cou of the 

onds due October 1 on and that date, which is the most 


ga of answers to the reports that the company is bank- 
rupt. 
Connecticut & Passumpsic Rivers, 

The annual report of this company gives the gross earnings 
for last year as $812,797.79, and the expenses $503,895.87, 
or 62 per cent., leaving the net earnin ,901.92. The 
rey earnings previous year were ,617.02, the expenses 

12,351.82, and the net $283,265.20, showing for last 
od an increase of $117,180.77, or 162 cent, in gross earn- 
ings. an increase of $91,544.65, or 223 per cent. in expenses, 

an increase of $25,636.72, or 9 per cent. in net earnings. 
The report says that the road was o y built to make a 
through line from Boston to Montreal by connecting with the 
Stanstead, Sheffield & Chambly road at the Canada line, but 
that road never having been completed, and having i 
the hands of ies whose interests would not e them to 
connect with Passumpsic road, negotiations were entered 


into which resulted in the building of the Massawippi Vailey 
Railway giving the Passumpsic road a connection with the 
Grand Trunk Railway at Lennoxville, and making a short and 
direct route to Quebec and Eastern Canada. With a view to 
complete the long contemplated line to Montreal, the directors 
have, as authorized by a resolution passed at the «tockholder’s 
annual meeting last year, made a contract with the Missisquoi 
& Clyde Rivers way Company, by which $350,000 is to be 
loaned to that company, to enable it to complete its road from 
Newport, Vt., to Richford, where it will connect with the South- 
eastern Counties Junction Railway, now in ration from 
Richford to West Farnham. When this connection is made, it 
will complete a continuous and direct route to Montreal, over 
the Passumpsic road. This amouot of $350,000 is raised by 
issuing notes of the Connecticut & Passumpsic Rivers Company, 
op ay e in ten years from July 1, 1871, interest at 

per cent. A portion of these notes has been negotiated and 
ae pus over as the work progressed, agreeably to the 
contract. 


Missisquoi & Olyde Rivers. 

The iron is arriving and tracklaying has commenced from 
Newport, Vermont. Four miles from Newport toward Troy are 
ready for the rails, and the grading is well advanced over 


nearly the whole line. The whole length of the line from New- 
port to Richford is about 25 miles. 


Utica & Black River. 

The treck is being laid on the extension from Carthage, N. 
Y., to Clayton, on the St. Lawrence, 15 miles below Cape Vin- 
cent, and it is expected that the road will be completed to 
Theresa, in Jefferson County, a distance of 25 miles, by Novem- 
ber. From Theresa to Clayton, 16 miles, the grading and 
masonry are well advanced, and are to be finished this fall, aud 
the iron will be laid next spring. 


Sioux Oity & Pembina. 

Writing from Sioux City, Iowa, | ae 20, a correspondent 
says: ‘‘George Douglass, of the well knowa contracting firm of 
Douglass, Brown, ynolds & Co., who have a contract for 
grading the first one hundred miles of the Sioux City & Pem- 

ioa Railroad, was in this city yesterday, and in company with 
several members of the board of directors visited the work now 
in the hands of the Dakota Southern road between this city and 
the point where the roads diverge. Mr. Douglass will at once 
sublet twenty miles of grading, to be completed this fall, com- 
mencing at the point of divergence and running directly north 
up the Sioux River, making a section of 25 miles, which will be 
ready for the iron before snow flies.” 


Baltimore & Potomac. 

The line between the temporary depot in Baltimore and 
Washington, which has been open for traffic since July 2, is 
laid with rails weighing 64 pounds per yard, is thoroughly bal- 
lasted and equipped with the best class of engines and cars. 
The plans for the grand depot in Washington have been com- 
pleted, and the work will soon be put under contract. Indeed, 
work on the foundation has been begun. The building for the 
offices, waiting rooms, etc., will be 92 by 120 feet, while the car 
building will be 550 by 120 feet, of iron, and very much like t.e 
Grand Central Depot in New York in design. : 

The Baltimore tunnel, which is to unite this rvad with the 
lines northward from Baltimore, and for the first time provide 
a route by which cars may run through that city without delay, 
is progressing finely. More than 2,000 feet of arch have been 
laid within four months past, leaving about 2,200 feet to coim- 
plete. Allof the work outside of the portion drifted will be 
completed by January. In the drifted section the work is 
pushed night and day at four poiats, and the 709 feet remain- 
ing is to comple early in 1873. The difficulty of workiny 
through a troublesome material is increased by the contracted 
space in which the work is done—a street only 66 feet wide. 


American Fork. 

The track is laid for about half, the length of this Utah nar- 
row-gauge road, but small-pox having broken out in the cafon, 
hands were fast leaving about the middle of this mouth. 


Utah Southern. 


On the 16th, a Salt Lake City correspondent informs us, 
trains were running about 25 miles on this road and track-lay- 
ing was progressing. One fill was finished about tho Ist inst. 
of 250 or 260 feet high and about 500 yards long at the top. 
Directly after it is a cut about 60 feet deep and thence the coursu 
is down into the other (Utah) valley. 


Utah Northern. 

A Utah correspondent writes that on the 16th inst. the com- 
ne | was running two round trips daily over the 24 miles of the 
road completed, and that it was waiting to cross a fill 82 feet 
deep which was to be ready by the endof the month. The com- 
pany now has an elegant passenger car with the Miller platform 
made at the Jackson & Sharp Works. 


Long Island Oentral. 

This road, known as A. T. Stewart’s railroad, was to have 
been opened to Hempstead Plains on the 16th, but some of the 
work being found defective, the opening was postponed. 


Indianapolis, Bloomington & Western. 

The new extension (formerly the Havana, Mason Gity, Ian- 
coln & Eastern road) has been completed from the starting 
point at White Heath, 13 miles west of Urbana, on the Monti- 
cello road, to Clinton, a distance of about 27 miles. At Clinton 
the road crosses the Illinois Central and the Gilman, Clinton & 
Spirngfield roads. 


Oolorado Railroads. 


Hon. William Bross, writing from Colorado to the Chicago 
Tribune under date of September 4, says : 

“The Kansas Pacific and the Denver Pacific, connecting with 
the Unien Pacific at Cheyenne, furnish two direct lines to the 
Missouri River, and, of course, to all of the country. The 
Boulder Valley Railroad connects Denver with the immense 
coal fields of the Boulder Valley, and, therefore, supplies an un- 
limited amount of fuel to the city. The Colorado Central, of 
the usual gauge, connects Denver with the Golden City, 17 
miles ; and thence, up the valley of Clear Creek, it is a three- 
foot road. It is finished to within four miles of the forks of 
Clear Creek, and will be done to Central City before the ist of 
Jan . Better still, General T. E, Sickles, Superintendent of 
the Union Pacific, which company owns the Colorado Central, 
has just received orders from Boston to put the ine under con- 
tract from Julesburg to Golden City, 200 miles. Itis all to be 
completed within a year. This will give Colorado two compet- 
ing li to the East, and, of course, it will greatly promote 
the prosperity of the Territory. The Denver & Grande, 
three-foot gauge road, is now running south to Pueblo, on the 
Arkansas, — and is doing a 9 od pay Fors 
quedypenet moun country, onaly 
the thing ; for it affords every needed cocemmsdolien to busi- 
ness : and, what is better, it pogo. In a couple of months it 
will be finished to Canon City, w are immense beds of coal 
and iron. This is only a branch, some 50 miles long. Two 
hundred miles, reaching far into the San Luis Park, are soon to 
be put under contract, to be finished within the year. The 
City of Mexico, 2,400 miles from Denver, is the ee 
of the road. Governor Hunt, with a small engineers, 
made a preliminary reconnoisance over the 
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have promised the funds to build it as fast as they can be used 
in the economical construction of the road. It will bea proud 
day, especially for our distracted Sister-Republic, when our 
pone system has direct connection with the * Halls of Mon- 
tezumas.’ Governor Evans and other parties are making a 
survey for a narrow-gauge road up the Valley of the Platte to 
Fairplay and the silver mines of Mount Lincoln, aad there can 
be livtle doubt that it will be built within the next two or three 
years.” 


Southern Minnesota. 

Great excitement exists among the farmers on the line of this 
road with regard to the supposed monopoly of the wheat trade 
along the road by Mr. J. C. Easton. Mr. Easton has even been 
burned in effigy, and has barely escaped personal violendée. 
Indianapolis, Delphi & Chicage. 

This company, which is formed to complete the construction 
of a road which was attempted a few years ago by a com- 
pany of the same name but afterward abandoned, filed its arti- 
cles of incorporation with the Secretary of State at Indianapo- 
lis, September -11. The road runs in a northwesterly direction 
from Indianapolis through the counties of Hamilton, Boone, 
Clinton, Carrol, White, Jasper, Newton and Lake to a point on 
the State line not yet fixed, a distance of about 140 miles. The 
capital stock is to be $2,500,000, and the directors are : Robert 
S. Dwiggins, Joshua ne Wm. Haywood, James C. Reynolds, 
Joshua Rothrock, Abner H. Bowen, Charles Angell, Milton R. 
Graham, James H. Stewart, Vincent Holt, H. G. Morrison, A. 
Holcraft and L. McCoy. 


Green Bay & Lake Pepin. 

The Clar' coos (we) Republican says that this company 
has contracted with L. G. Merrill for a bridge across Black 
River, 14 miles south of Neillsville. This would indicate that 
the company intended to adopt a route so far south of that vil- 
lage ss to forfeit the $100,000 voted by the county on condition 
that the roud should pass within five miles of Neillsville. 


Northern Michigan. 

The Detroit Tribune says: ‘ Captain Craw has for several 
months been working in the interests of a railroad from Grand 
Haven, by way of Fruitport, to East Saginaw, to be known as 
the Northern Michigan. He has just returned from the East, 
and thinks he has induced Eastern capitalists to invest enough 
in it to complete it. Contractors have offered to build and 
equip the first division, from Grand Haven to Stanton, by June 
1, 1873. It is proposed that it shall pass through the counties 
of Ottawa, Muskegon, Kent, Montcalm, Gratiot and Saginaw.” 


Oil City Inclined Railroad. 


Oil City is in a very narrow valley, with very steep and high 
hills on each side. © hills are very desirable for residences, 
but very hard to climb. Citizens have purchased one of the 
most attractive of them, laid out 300 acres into lots, and con- 
structed a railroad at an inclination of 16 degrees and 1,600 feet 
ee to carry people between their homes and their places of 

usiness. 


Monmouth Oounty Agricultural. 

The Trenton (N. J.) State Gazette says that work has been 
stopped on this road between Keyport and Freehold. At the 
recent election no distinction was made between paid and un- 
paid stock, and the er succeeded in electing a board 
of directors who are not in favor of pushing the work. 


Williamstown. 

Work is being pushed forward on this road, which extends 
from Williamstown in Camden County, N. J., nearly due west, 
to a junction with the West Jersey Railroad at Glass oro, a dis- 
tance of about seven miles. The company has valnable wharf 

roperty at Pennsgrove, on the Delaware, about 25 miles below 
Ph ade sows and it is said that they intend to extend the road 
from Glassboro by way of Woodstown, to Pennsgrove, as 
soon a8 possible. From Glassboro to Pennsgrove by this 
— which is somewhat circuitous, the distance is about 22 
miles. 


Oarolina Narrow Gauge. 

This company, which ee oe to build a narrow-gauge rail- 
road about 60 miles in length from Chester, 8. C., north to Lin- 
colnton, N. C., was organ at a meeting of the subscribers to 
the stock, held at Lincolnton, N.C., August 27. A. H. Davega, 
of Chester, 8. C., was chosen sident, with the following 
board of directors: B. F. Wheeley, Yorkville, 8. C.; J. T. 
Smyer, Gaston, N. C.; W. D. Metz, Lincolnton, N. C., and G. 
A. Ford, Catawba, N.C. Chester is at the junction of the 
King’s Mountain Railaoad with the Charlotte, Columbia & Au- 

usta —_ and Lincolnton is on the Wilmington, Charlotte & 

utherford road, 30 miles northwest of Charlotte. The south- 
ern — of the line would be very near the King’s Mountain 
Railroad. 


Southern Pacific of Oalifornia. 

The branch line from Gilroy to Castroville, near the mouth 
of the Salinas River, is nearly completed, construction trains 
running to within three miles of Castroville. 


Berks Oounty. 

Engineers have been at work locating the road in the vicin- 
ity of the terminus at Slatington, preparatory to letting the 
contracts. The road will make connections with both the Le- 
high Valley and the Lehigh & Susquehanna roads at Slating- 
ton. The branch to the Lehigh & Susquehanna road will 
diverge from the original line a short distance above the vil- 
lage of Slatington, and cross the Lehigh Valley road ona bridge. 


Milwaukee & St. Paul. 


This company had some land condemned for its use in Chi- 
cago, for which the occupiers, who had a boiler shop on the 

ound, were aw: ages—so much for the ground, so 
much for building, so much for removing tools, and a variable 
sum for damages in interruption of business, etc., in this way : 
if they remained in possession three months, they were to 
receive no ore under this head, as they would then be 
able to remove at their leisure; if two months, the award was 
$1,600 ; and if one month only, $3,200. The company, not need- 
ing the = immediately, did not take Pees, but the 
owners brought suit in the Circuit Court of Cook County, ask- 
ing for an order for the company to show cause why it should 
not pay the largest amount awarded, as the owners decided 
to remove immediately and not t for the company to de- 


mand possession. ‘is ex inary demand, however, was 

not supported by the court. 

Oregon Oentral. ; 
This road is completed about ten miles beyond Cornelius, the 


late terminus, to the bridge over the tin, on the borders 
of Yamhill County, and about 20 miles from Portland. The 
bridge over the Tualatin is finished,and the —_— is nearly 


completed some 14 miles beyond that river, and tracklaying has 


gun 
Buffalo, New York & Philadelphia. - 

The Emporium (Pa.) Ji says: ‘‘ Work on this road 
is pengnees rapidly. Workmen are now here preparing for 
track laying. The d Bridge Company, who have the 
contract for building the bridges on this side of the Summit, 
have a force of some twenty men here getting out and framing 
timber for their structures ; and the Messrs. Napier Brothers, 
who have the contract for all the stone work of the entire line 
in this State, have completed their work on the other side of 
the Summit, and have concentrated their force on this side, 
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and from their well-known energy it may be reasonably ex- 
pected that their entire work will be compieted within the next 
two months.” 


Marginal Road at Portland, Me. 

The city government of Portland, Me., has appropriated 
$45,000 to complete the marginal way from Gould’s Wharf to 
the Grand Trunk Railway bridge, provided the Portland & 


to the city guaranteeing to finish the road at their own ex- 

pense if the sum named is not sufficient, and that all roads 

using the way shall pay such sums as the city sees fit. 
Pennsylvania coal com- 


Coal Depot at New Bedford. 
Bedford & Taunton Rail- 


It is reported that one of the leadin 
panies, in conjunction with the New 
road Company, is about to establish a very large coal depot at 


interior of New England. 


Carbondale. 


One mile of track has been laid southward from Lawrence, 
Kansas, and the work is going forward rapidly. 


8t. Louis & Iron Mountain. 

The track on the Arkansas Branch has been laid to Neeley’s 
Swamp, 15 miles south of Poplar Bluff, the late terminus. 
Neeley’s Swamp is only nine miles from the State line, where 
the junction with the Cairo & Fulton Railroad will be made, 
—: e | expected that this nine miles will be completed by 

ctober 1. 


Painesville, Youngstown & Pittsburgh. 

The construction of the remainder of this narrow-gauge rail- 
road has been commenced. The contract for grading and 
masonry from Youngstown northwest to Farmington, about 30 
miles, has been let to Cook, Kneass & Co., of New York, and a 
large force is to be put on at onee betwoen Youngstown and 
Warren. The business of the completed section, from Paines- 
ville to Chardon, continues to increase, and four new locomo- 
tives have been added to the equipment. 


Kent Oounty Railroad. 

The entire line of this Maryland road, from Belle Air, Md., 
northeast, to Townsend, Del., a distance of 34 miles, was 
opened for through business some months since. The earn- 
ings during the past six months ($28,350 gross, and $19,650 
net) have fully satisfied the friends and — of the enter- 
= of the ability of the road not only to earn all its expenses, 

ut to pay handsome dividends to the stockholders. 

From parties interested in the property and familiar with its 
operations we have the following information : 

“The earnings have steadily and rapidly increased. Early in 
the year additional equipment was provided, which it was 
— would fully meet the requirements of the road. Extra 
freight and passenger trains were put on, but with the in- 
creased facilities came larger increase of traffic, and it has been 
found necessary to lease from the Philadelphia, Wilmington & 
Baltimore Railroad additional cars, in order to carry the large 
number of passengers and amount of fright offering. The sec- 
tion of country through which the road runs is famous for its 

each orchards. It is estimated that 1,800,000 bushels have 

en sent to the Philadelphia and northern markets over the 
Delaware Railroad and its feeders during the past season. The 
receipts of the Kent County Railroad, Long this source alone, 
have been about $18,000, all of which is clear profit, the receipts 
from miscellaneous freights and passengers during the same 
time having paid all expenses. 

“The oyster product of Chesapeake Bay amounts to about 
300,000 tons annually. A large pro tion of this goes to the 
markets of Philadelphia and New The Kent County 
Railroad forms an important link in the shortest and most di- 
rect route from the Chesapeake to these markets, and the com- 
pany confidently anticipate a large income from this source. 

‘*The transportation of grain will also constitute a large item 
in the revenues of the company. The lands of Kent County 
are more fertile and will average more in price than any others 
in the State. There is scarcely a better grain-growing district 
in the Uni States. In the Baltimore market, where the 
grain is well wn, it is more sought after and brings better 
prices thau any other variety. 


‘*At Townsegid; Del., connection is made with the Delaware 
Railroad, and is road and the Philadelphia, Wilmington 
and Baltimore ad, with Philadelphia and the North. 


“Within the bext 





year the southwestern extension of the 


* Switch Engines allowed six miies per hour. 


Rochester Railroad and Back Bay Land companies give a bond | 


New Bedford, where coal will be transshipped to points in the | 
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road, from Belle Air to Rock Hall, Md., will be built, giving the 
road direct communication with the Chesapeake, and tapping 
| the immense trade which finds its outlet through that bay to 
| the markets of Baltimore, Philadelphia and New York, and 
| opening the quickest and shortest route between Baltimore 
| and the central portions of Delaware and Maryland.” 


| Bellaire, Woodsfield & Zanesville. 

The surveying parties at work on the proposed line of this 
| road have mee de the Noble County line, having commenced 
| the survey in Summit Township. 


| Columbus & Toledo. 

| The work of raising subscriptions along the two provosed 
| lines of this road is nearly finished, and in a very short time 
the company will be able to decide which route will offer the 
| greatest inducements. Blanchard township, in Hardin County, 
as voted $30,000 in bonds to the road, and promises $85,000 
| additional. Center township, in Lucas County, has also voted 
| aid. 


Marietta & Pittsburgh 
Canal Dover has offered the company $40,000, provided the 
round house and machine shops are located at that place. 


Zanesville, Cumberland & Oaldwell. 

The contract for the construction of that 
which is to be built by the city of Zanesville is 
and work will shortly be commenced. 


Scioto Valley. 

An offer having been made by parties in Huntington to equi 
and run this railroad, provided the counties build the - 
bed, the Cleveland, Columbus, Cincinnati & Indianapolis Com- 
pany has made a similar offer. It is not yet known what ar- 
rangements will be made. 


New York & Ohicago Air Line. 

The surveyed line for this road runs through the towns of 
Litchfield, York, Medina, Montville and Sharon, in Medina 
County, Ohio, and it is proposed that the people in the towns 
vote the required amount under the Boesel law, as the quickest 
method of building the road. 


Western North Oarolina. 
Suit has been brought in Iredell County, N. C., to foreclose 
the mortgages on this road. 


Port Royal. 

The construction of this road is now progressing rapidly. 
Regular train service has been extended to Allendale, 60 miles 
from Beaufort and 12 miles beyond Hoover’s, the late terminus. 
Three new locomotives and a number of cars have been added 
to the equipment. The bridge across the Savannah River, 1t is 
expected, will be completed by October 15. A cargo of 1,300 
tons of iron has arrived at Port Royal, and tracklaying will be 
pushed forward without delay. 


Rochester & State Line. 

The general contractors have sublet the section of 35 miles 
from the north line of the town of Warsaw, Wyoming County, 
N. Y¥., southwest to the Cattaraugus County line, to William 
McRae & Co., of Lockport, N. Y. Lhe Salamanca Division of 
28 miles has also been sublet, and the contractors are already on 
the ground. Work on the grading is: to be continued all 
winter. 


Buffalo & Jamestown. 

Messrs. Moulton & Russell, the general contractors, have sub- 
let the first section of 20 miles, from Buffalo to the Cat- 
eet Creek at Gowanda, to Drew & Youngs of Coldwater, 

ich. 

Philadelphia & Reading. 

On the omen Mie September 20 this company commenced 
to lay tracks on nt street in Reading, along the line of the 
West Reading Railroad. The work, however, was stopped by 
an injunction obtained on the suit of the Berks County Railroad 
Company. The case will be settled by the courts. 

The Harrisburg State Journal says that all the conductors on 
the road are to be required to wear a uniform. 


New York & Long Branch. 

This road is under contract as far as Red Bank. The section 
of seven miles from Red Bank to Long Branch will be put un- 
der contract as soon as the stock is taken. 


| 


| 
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i of the road 
eing prepared, 














